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Such shippers are careful not only of the'r 
products but of the cars which carry them to 
destination. They believe that the con- 
dition of the car should reflect the quality 
of the cargo it carries. 


That explains a policy adopted by North 
TAN K, American years ago and rigidly maintained 
atk RIGERAT ever since. A policy of operating modern 
ant cars, and of maintaining them in the best 


@lRME:aM@ of condition at all times. 
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The price of such a policy is constant 
vigilance, regular inspection and frequent 
trips to our own fully equipped car shops. 
The reward is a reputation which any sea- 
soned traffic man will verify. 


If that is the type of service you are inter- 
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When freight traffic is as predominantly r 
important as it is on the Nickel Plate, your _ 
shipments are assured most careful handling, . 
a right-of-way for speed, as well as an active 
interest, which is sometimes lacking when : 
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activities. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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RAILROADS AND HOOVER PLAN 

HE railroads have “passed the buck” with respect 

to President Hoover’s plan for bringing back pros- 
perity by referring it to the individual roads. This, of 
course, is where it would have to go under any circum- 
stances, for the association of railway executives could 
not well bind all the roads or any road to borrow money 
of the Reconstruction Finance Corporation or anywhere 
else. The association, however, could have endorsed the 
plan and thus given it the weight of its approval with its 
constituent members and the public. That it has not 
done so is a matter for congratulation. Perhaps some 
of the roads will borrow money under the plan suggested, 
but probably most of them will not. If the interest rate 
is reduced below the figure now asked and if it is true 
that the roads that borrow would not be called on to pay 
until the equipment bought or repaired with the bor- 
rowed money was put into use, the plan is not quite so 
bad as it first appeared but it is still, in our opinion, a 
fictitious and unwarranted scheme for endeavoring to 
restore an appearance of prosperity. 

If any of the roads do borrow under this plan, we 
do not know how many of them will be influenced by 


honest opinion that the President’s scheme for bringing 
back prosperity is sound, and how much by other con- 
siderations—such as fear to refuse to comply with a re- 
quest or suggestion from the President of the United 
States; we do not know how much President Hoover, in 
proposing the plan, is influenced by sincere belief that it 
is a good plan and how much by politics—since he is 
a candidate for reelection and an appearance of restora- 
tion of prosperity would do much for him and his party; 
we do not know how much those who joined him in ad- 
vocating the plan were influenced by blind sincerity and 
how much by ulterior motives—since some of them are 
in the railway supply business, directly or indirectly, 
and some depend on the President for consideration of 
one sort or another; but we are convinced that, to the 
extent that the railroads borrow money from the Recon- 
struction Finance Corporation to recondition equipment 
that is not now used or in immediate prospect of being 
used, or to use for any other purpose for which a good 
business man, in similar financial predicament, would 
not think it wise to make expenditures out of borrowed 
money, on which he must pay interest, they will make a 
grave financial error. The only way in which their action 
could possibly seem to justiy itself would be by a quick 
and unexpected revival of traffic so that the recondi- 
tioned equipment would be needed and the other expend- 
itures warranted. If that happened they would, of 
course, be just lucky, though they might picture them- 
selves as far-seeing. We hope, for the sake of all con- 
cerned, that it will happen, but we do not believe it will. 
The return of prosperity, even when started on its way, 
is a slow process, and it is not even certain that it has 
started, though the indications seem to be in that di- 
rection. 

If there ever was a false economic theory it is that 
the way to bring about prosperity is to employ men that 
are not needed and spend money for things that cannot 
be put to good use. Sound prosperity can be based only 
on legitimate demand for commodities by people who 
have the money to pay for them. An appearance of pros- 
perity, to be sure, can be created, for a time, by schemes 
such’ as the one we are discussing, but they can result in 
nothing but calamity in the end, unless those partici- 
pating in them are so fortunate to be overtaken by a real 
return of business before it is too late. 

President Hoover has always been an advocate of 
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this method of hoisting business by its bootstraps. When 
the financial depression first became ominous he called 
to Washington various groups—among them the rail- 
roads—and advocated the plan of “business as usual” 
—no reduction in the number of employes, no reductions 
in pay, no diminution of maintenance work—just hide 
your heads in the sand and pretend there is nothing the 
matter. The railroads—with others—assented. They 
soon found they had made a mistake. We believed that 
President Hoover had also learned better, but it seems 
now that he has not. 


QUICK RAIL RATE CHANGES 


ULY 16, in this column, we published an editorial 

under the above heading suggesting that the railroads 
be permitted to make tariffs effective on short notice, 
especially when the changes proposed constitute reduc- 
tions or concessions made necessary by changed commer- 
cial conditions, such as intensified competition. There 
has been much discussion of this suggestion by readers 
of our publication, some of it favorable but much of it 
unfavorable. Those who do not favor it seem to base their 
opposition on the ground that the carriers are asking 
for permission to make tariffs effective on short notice 
after they have decided to file them, though they are 
guilty of many delays in reaching their decisions. 

In the first place, the railroads are not asking any 
such thing, that we know of. The suggestion was our 
own, made in the interest of both shippers and carriers, 
we believed, and for the benefit of the situation gener- 
ally, though we suppose the railroads would be favorable 
to it. In the second place, no matter how slow the car- 
riers may be in reaching a decision to file certain tar- 
iffs, how does it help matters to cause still more delay, 
after they have decided, by making it necessary for them 
to indulge in further red tape? To put it another way, 
even if the carriers have been guilty of procrastination, 
is it not in the interest of everybody to permit them to 
go ahead full speed after they have made up their minds? 
Is it an argument against the speed we suggest to reply 
that there should be speed in other respects also? 

There is something peculiar in the minds of many 
shippers that leads them to oppose whatever they think 
the railroads might like, because of some fault of which 
the railroads are guilty. We know they are not as ex- 
peditious as they should be, in many cases, partly because 
of the kind of machinery they use and partly because of 
the way their own minds work, but why not provide for 
as much speed as possible under the machinery for which 
they are not responsible, whether or not we find it possi- 
ble to induce them to speed up their own methods? Our 
suggestion may or may not be good, but the fact that 
there are other things just as bad as or worse than the 
thing we propose to cure is not a sound objection to it. 


CHEAPER PULLMAN RATES 
HE railroads are trying all sorts of schemes to in- 
crease their passenger business, such as lower fares 
for week-end and summer trips, pre-cooled cars, air con- 
ditioned trains, and so on. These plans all mean either 
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the same thing for less money or more and better thing; 
for the same money. Some of them may be good and 
some may be bad. Almost everybody who ever rides on 
a train or thinks about the problems of the railroads has 
something to suggest along this line. We have a sugges. 
tion ourselves. It is not original with us, though we 
think it has never been publicly made. We think well 
of it or we would not offer it, as we do—for what it may 
be worth. 


Probably the majority of persons who ride much—or 
even little—on trains have remarked at one time or an. 
other on the high price of Pullman accommodations, 
This is especially true in these times when hotel prices 
have become so much more reasonable. What one pays 
for Pullman accommodations is akin to what one pays 
for hotel accommodations. By comparison, he pays too 
much. He has paid for his transportation when he buys 
his ticket. What he pays for Pullman is for sleeping 
accommodations at night and better facilities by day 
than are offered by the ordinary day coach. What does 
he get? He gets for three or four dollars a night or 
ten or twelve dollars for a day and a night, accommoda- 
tions and service much inferior to those he buys at a 
hotel for less money—and he notices it; he notices it now 
more than he ever did. 


We are not arguing that the Pullman company is not 
entitled to what it gets in order to make its equipment 
pay. We are admitting that it is. But we suggest that 
the railroad, in order to induce travel, sell to its pas- 
sengers Pullman accommodations at rates somewhat com- 
parable with hotel rates, and then itself pay the Pullman 
company the difference. That simply would amount to 
reducing the fare by the sum it paid the Pullman com- 
pany. Why wouldn’t it be a good plan? The railroads 
are after passenger business and offering all kinds of 
inducements to get it. Why wouldn’t making passengers 
feel that they were paying a reasonable price for what 
they got, operate to increase travel? There would not 
only be that psychological effect, but an actually lower 
price for the same number of miles in a Pullman car. 


Success might not be worth the price the railroads 
would have to pay for it—they would have to be the 
judges of that—but we think there can be no doubt that 
a railroad endeavoring to increase passenger traffic be 
tween two points within twenty-four hours of each other 
could do so appreciably by advertising: “Regular Rail- 
road Fare; Only Three Dollars for Pullman.” Compar- 
ing Pullman accommodations with those to be obtained 
at a hotel, the price would even then not be low. 


IMPORTANCE OF RAILROADS 


The Peoria-Pekin Railroads’ Traffic Association has issued 
a circular analyzing the expenditure of the annual railroad pay- 
roll of $19,096,730.53 within the trade area of approximately fifty 
miles around Peora and Pekin, Ill., for food, clothing, gasoline, 
ete. It points out that, for the same period, the taxes paid by the 
same railroads in the same trade area amounted to $2,493,094.46. 
In addition to these taxes the personal and property taxes paid 
by 27,141 employes, the circular says, “show the importance 
to the communities and the necessity and importance of the 
railroads. Does your interest not lie in the support of the 
railroads instead of other forms of unregulated transportation?” 
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Current Topics in 
Washington 





What would save them from strokes 
of apoplexy could state commissioners 
and others of the type of the late 
Clifford Thorne return to their offices 
for three days? They would find state 
legislatures and state commissions enact- 
ing and enforcing laws pertaining to the activities of the motor 
vehicle for the benefit of the railroads. 

Horror of horrors that would be for them! If they sur- 
yived it would probably take them months to get the idea 
straight in their thoughts that western and southern railroads, 
once the object of their baiting to the limit of their strength, 
had become the objects of solicitude to the legislatures in sev- 
eral, if not all, the western and southern states. 

In the days when men who had known Andrew Jackson 
were still alive, the “collection plate,’ in many churches, con- 
sisted of a box on a handle as long as the handle of a baker’s 
peel. The collectors of money for the Lord’s work, in those 
days, got the free will offerings with the least exertion possible. 
They did not return to the altar in column of twos from the 
rear of the church, one of the files going to the right and the 
other to the left. 

Well, the railroads for years have been the “collection 
plate” for the schools and other institutions in the western 
and southern states. It may be poor policy for the states to 
turn the railroads into collectors of taxes, but that is what 
they are. All the money they turn over to the states is col- 
lected from the people in the form of rates. 

Money collected from the motor vehicle, as a rule, goes to 
the support of roads and the building of new ones. If the 
railroads do not collect money wherewith to pay the high taxes 
imposed on them, the prospect is dire. Schools are in danger 
of closing and, in many states, the “court house gang” is 
threatened with the alternative of starving or finding jobs. Sad 
but true. 

Governor Richards, of South Carolina, once a state com- 
missioner, was one of the early discoverers of the disturbing 
fact. Addressing the National Association of Railroad and 
Utility Commissioners at Columbia, in the fall of 1930, he 
sounded a warning that the railroads must be preserved. 


Shades of Tillman and other friends of the plain “peepul”! 
The idea of a governor of a state that had followed self-anointed 
“progressives” into the wilderness calling on state commis- 
sioners to preserve the railroads, would a few years before that 
time, have seemed monstrous, and untrue. But it was so. The 
“wool hat” man had begun finding out that, whether he liked 
it or not, he had an interest in the railroads, even if he had 
never owned a share of stock or a bond and had taken an oath 
that he would never so invite ruin of his soul. He had begun 
learning the accuracy of the old Knights of Labor declaration 
that “the injury of one is the concern of all” even if that old 
labor organization, by implication, intended to limit the applica- 
tion of what it had said to that indefinite being, the ‘“work- 
ing man.” 

It might be suggested that the country will be fortunate 
if the lesson that is being taught by the plight of the railroads 
acts as a shield for other utilities and industries. But the crop 
of those who believe in “soaking the rich” and that-all things 
that are successful must be crooked, is always growing. There 
is usually enough that is subject to valid criticism to give the 
one who appeals to the self pity of mankind a foothold from 
which he can carry on his reform of burning the barn to get 
rid of the rats. 


How Times Have 
Changed Since 
About 1914! 





Last week the Treasury offered 
two-year notes to the public. They 
bear interest at the rate of 2% per 


Billions for Government 
Securities But Little 


cent. Subscriptions to the amount 
for Enterprise of $1,668,886,800 in cash rolled into 
Secretary Mills’ office. He sold 
Only $345,292,600 of such notes—just about one-fifth of the cash 


subscriptions. 

At the same time, he offered four-year notes bearing in- 
terest at the rate of 3%, per cent. Cash subscriptions totaling 
$3,665,256,200 resulted. He sold $365,138,000 of them, $139,- 
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466,500 of which were in the form of government paper of an 
earlier issue offered in exchange for the new paper. 

In other words, the cash subscriptions totaled more than 
ten times the face of the notes allotted to those anxious to 
take their cash out of the banks and give it to the government 
while owners of homes and businesses were clamoring for 
money to carry their projects to a day when everybody was not 
distrustful of everyone else. 

Investors in stocks and bonds sold in Wall Street, much 
to the wonder and astonishment of that market, seem to have 
lost much of the nervousness they had had on account of the 
foolish soap bubbles such investors had blown, with the help 
of Wall street, when it could see no top, even as recently it 
has not been able to believe there was a bottom. 

Some Americans think all Frenchmen are crazy. They do 
not seem to be able to draw an accurate picture of themselves. 





With a speed that some 
Hurry to Tell About might think was evidence of a 
breaking of speed limits, the 


Foreign Relations 
Shown by the Government 


State Department announced its 
August best seller within the 
week. Its title is “Foreign Rela- 
tions of the United States, 1918, Russia, Volume II.” The vol- 
ume relates to “disintegration and foreign intervention.” 

It is the second in a series of three volumes concerning 
Russia in 1917 and 1918. The volume covers, in general, the 
period from the November revolution of 1917 to the end of 
1918. The documents are divided into seven chapters: Siberia 
and Manchuria, the Northern Region, Southeastern Russia and 
the Caucasus, the Ukraine and the Crimera, Bessarabia, Fin- 
land and the Baltic countries. 

The public pays for such truck, which may or may not 
be of value to historians. Diplomacy still seems to proceed 
largely on the theory that the man who pays for what it does 
is not entitled to know anything of its doings until all con- 
cerned are moribund. Whether the material in this volume is 
any more reliable than the dispatches ambassadors of Italian 
states wrote to their masters in the fifteenth and sixteenth 
centuries might be made the subject of interesting observances 
by competent critics. 





It may just seem so but not be the 
fact at all that the government is doing 
what it can to bring attention of the 
good side of Hawaii to offset the effect 
of the adverse publicity the insular ter- 
ritory received earlier in the year. Twice 
within a week the Department of the Interior has given out 
publicity stories likely, even if not so intended, to improve the 
territory’s standing in the estimation of the public. 

The first was a declaration, based on something Governor 
Judd had sent to the department about the weather at Honolulu 
—interesting but not important to the whole country as news. 
Honolulu, the publicity said, was cooler in summer time than 
was Atlantic City, Portland, Me., Denver, or Los Angeles. Just 
to make good his assertion, the governor called attention to 
what he said was the fact that the highest temperature at 
Honolulu this year had been 83 degrees. He invited comparison 
with maximum temperatures he said had been marked last 
year—Atlantic City, 94 degrees; 98 at Portland; 100 at Denver 
and 97 at Los Angeles. 

“While many states and municipalities on the mainland 
were facing a financial crisis,’ said the second statement, “the 
Territory of Hawaii ended the fiscal year with $5,800,000 in 
cash and $5,000,000 in liquid bonds in her coffers, according to 
information received today by the Secretary of the Interior from 
Governor Lawrence M. Judd.” 


Government Giving 
Hawaii Good 
Advertising 


If Governor Pinchot  be- 
haves as he frequently does, 
refusal of a loan to Pennsyl- 
vania by the Reconstruction 
Finance Corporation will bring 
a verbal blast from him about 
the hideousness of the policy of that governmental agency— 
lending money to railroads and denying it to starving women 
and children. 

Those who have taken note of the Pennsylvanian’s course 
for many years are generally impressed with the idea that it 
is his idea that it is unfair for anyone not to make an excep- 
tion in favor of anything he advocates. 

Had the Reconstruction Finance Corporation handed out 
$10,000,000 or any other sum in the absence of a showing that 
Pennsylvania had exhausted all possible sources of money other 
than the Reconstruction Finance Corporation, an exception 
would have been made for the keystone commonwealth. 

Every railroad that applies to the Commission for a loan 


Rule Applied to 
Keystone Loan Application 
the Usual One 








PAGE 284 





from the governmental agency has to show that it has been 
unable to get money from any of the usual sources of supply. 
In other words, the government’s lending agency is the place 
of last resort for a business on the verge of bankruptcy to 
which every other source of funds has been closed. 

So strict are the Commission and the Corporation that they 
have forced the hands of unwilling and scary banks to the 
extent of compelling them to extend the due date of half the 
sums Owing them by a given railroad as a condition precedent 
to the approval or grant of a loan. 

Pennsylvania made no such showing. In fact, so far as 
can be learned, Governor Pinchot made no showing other than 
that there were people in distress in Pennsylvania and that 
the state government would be pleased to relieve them—at the 
expense of all the people of the United States—though, so far 
as the governor had shown, the state had not been denied loans 
from banks nor had the people of Pennsylvania refused to pay 
additional taxes for the relief of her people. 


Electric current may be amplified a 
thousand million times in a tube described 
in the Bureau of Standard’s August Jour- 
nal by a scientist of the bureau, says an 
announcement by the Department of Com- 
merce. 

Much research has been done by bureau scientists, says 
the article, to produce a tube of this character. Its practical 
effects will be largely determined by the use to which industry 
puts the new amplifying tube. 

Using the commercial alternating current screen grid ampli- 
fier tubes and a pentode, combined with a special electrometer 
tube which can be made in any glass-blowing laboratory, the 
new arrangement is similar to that used by Dr. Chadwick of 
Cambridge, England, in the recently reported discovery of the 
“neutron,” by “breaking” the atom. It should prove of great 
value in the study of atomic disintegration, says the scientist. 

In recent years various experimenters have attempted to 
amplify and record the primary ionization produced when a 
single corpuscular ray, such as a high speed electron or alpha- 
ray, passes through a shallow ionization chamber. The new 
amplifier, when used with an improved ionization chamber which 
is described in research paper 461, in the bureau journal, will 
give current pulses of the order of fifty milliamperes for a 
single alpha particle. 

This means that the original current produced when the 
alpha particle passes through the ionization chamber has been 
amplified to approximately one thousand million times its orig- 
inal value. 

Wynn-Williams and Ward, working in England, and 
Leprince-Ringuet in France are said to have described success- 
ful high speed amplifiers——A. E. H. 


HOOVER AND TRANSPORTATION 


“The function of the federal government in times like these 
is to use its reserve powers and its strength for the protection 
of citizens and local governments by support of our institutions 
against forces beyond their control,” said President Hoover in 
his speech of acceptance of the Republican nomination August 
11. He said he had repeatedly recommended revision of trans- 
portation laws controlling the railroads and that he had always 
favored development of rivers and harbors and highways. 

In giving protection and aid to the country’s institutions, 
he said, the government must insist that all of them exert their 
responsibilities in full. “It is vital that the programs of the 
government shall not compete with or replace any of them,” 
he said, “but shall add to their initiative and their strength. 
It is vital that by the use of public revenues and public credit 
in emergency the nation shall be strengthened and not 
weakened.” 

Following an enumeration of principles that had served to 
guide the activities of the government in dealing with prob- 
lems created by the depression, he referred to the part played 
by the Reconstruction Finance Corporation as follows: 


Much Ado About 
a Tube to 
“Bust” an Atom 


As the storm grew in intensity we created the Reconstruction 
Finance Corporation with a capital of two billions to uphold the 
credit structure of the nation, and by thus raising the shield 
of government credit we prevented the wholesale failure of banks, 
of insurance companies, of building and loan associations, of 
farm mortgage associations, of live stock loan associations, and 
of railroads in all of which the public interest is paramount. 

This disaster has been averted through the saving of more 
than 5,000 institutions and the knowledge that adequate assistance 
was available to tide others over the stress. This was done, not 
to save a few stockholders, but to save twenty-five millions of 
American families, every one of whose very savings and em- 
ployment might have been wiped out and whose whole future 
would have been blighted had these institutions gone down. 


“There are national policies wider than the emergency, 
wider than the economic horizon,” he pointed out. “They are 
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set forth in our platform. Having the responsibility of this 
office, my views upon them are clearly and often set out in the 
public record. I may, however, summarize some of them.” 

Included in that summary was the following on the subje¢ 
of transportation: 


6. I have repeatedly recommended to the congress a revision 
of the railway transportation laws, in order that we may create 
greater stability and greater assurance of vital service in 4|j 
our transportation. I shall persist in it. ... 

1 I have always favored the development of rivers ang 
harbors and highways. These improvements have been greatly 
expedited. We shall continue that work to completion. After 
20 years of discussion between the United States and the greg 
nation to the north I have signed a treaty for the construction 
of the Great Lakes-St. Lawrence seaway. That treaty does not 
injure the Chicago to the gulf waterway, the work upon which, 
together with the whole Mississippi system, I have expedited ang 
in which I am equally interested. We shall undertake this great 
seaway, the greatest public improvement upon our continent, 
with its consequent employment of many men as quickly as the 
treaty is ratified. 


REVENUE FREIGHT LOADINGS 


Loading of revenue freight for the week ended on July 30 
totaled 510,687 cars, according to reports filed by the railroads 
with the car service division of the American Railway Asso. 
ciation. This was an increase of 9,557 cars above the previous 
week. It was, however, a reduction of 251,131 cars under the 
same week in 1931 and 409,094 cars under the same period two 
years ago. 

Miscellaneous freight loading for the week totaled 177,193 
cars, an increase of 190 cars above the preceding week; loading 
of merchandise less than carload lot freight totaled 166,945 cars, 
a decrease of 380 cars below the preceding week; grain and 
grain products loading for the week totaled 40,509 cars, 662 cars 
below the preceding week; coal loading totaled 87,231 cars, an 
increase of 10,525 cars above the preceding week; forest prod- 
ucts loading totaled 15,410 cars, a decrease of 134 cars below 
the preceding week; ore loading amounted to 6,547 cars, a de- 
crease of 73 cars below the week before; coke loading amounted 
to 2,325 cars, a decrease of 149 cars below the preceding week; 
live stock loading amounted to 14,527 cars, an increase of 240 
cars above the preceding week. 


Revenue freight loading by districts for the week ended 
July 30 as compared with the corresponding period of 1931 
follows: 


Eastern district: Grain and grain products, 7,403 and 8,803; live 
stock, 1,530 and 1,709; coal, 21,803 and 30,592; coke, 750 and 1,159; 
forest products, 1,527 and 1,886; ore, 1,292 and 3,480; merchandise, 
L. C. L., 44,380 and 58,682; miscellaneous, 39,467 and 66,691; total, 
1932, 118,152; 1931, 173,002; 1930, 203,165. 

Allegheny district: Grain and grain products, 3,559 and 4,824; live 
stock, 1,122 and 1,566; coal, 22,556 and 30,559; coke, 709 and 1,954; for- 
est products, 716 and 1,578; ore, 709 and 6,319; merchandise, L. C. 
L., 33,654 and 44,363; miscellaneous, 34,154 and 57,309; total, 1932, 
97,179; 1931, 148,472; 1930, 183,383. 

Pocahontas district: Grain and grain products, 329 and 463; live 
stock, 161 and 175; coal, 23,572 and 30,738; coke, 113 and 259; forest 
products, 379 and 788; ore, 147 and 409; merchandise, L. C. L., 4,758 
and 6,043; miscellaneous, 4,315 and 6,393; total, 1932, 33,774; 1931, 
45,268; 1930, 52,828. 

Southern district: Grain and grain products, 3,436 and 3,872; live 
stock, 840 and 1,024; coal, 11,349 and 15,536; coke, 177 and 342; forest 
products, 4,722 and 8,759; ore, 59 and 519; merchandise, L. C. L., 
27,349 and 35,114; miscellaneous, 24,021 and 41,679; total, 1932, 71,953; 
1931, 106,845; 1930, 120,043. 

Northwestern district: Grain and grain products, 7,035 and 9,155; 
live stock, 3,432 and 6,402; coal, 2,809 and 3,874; coke, 398 and 859; 
forest products, 3,161 and 5,884; ore, 3,220 and 22,569; merchandise, 


L. C. L., 20,912 and 26,514; miscellaneous, 22,408 and 31,898; total, 
1932, 63,375; 1931, 107,155; I930, 146,256. 
Central Western district: Grain and grain products, 13,966 and 


18,580; live stock, 5,873 and 6,916; coal, 3,017 and 5,200; coke, 130 and 
146; forest products, 2,952 and 5,106; ore, 958 and 1,655; merchandise, 
L. C. L., 23,361 and 28,867; miscellaneous, 33,028 and 49,147; total, 
1932, 83,285; 1931, 115,617; 1930, 141,561. 

Southwestern district: Grain and grain products, 4,781 and 5,823; 
live stock, 1,569 and 2,005; coal, 2,125 and 3,066; coke, 48 and 89; 
forest products, 1,953 and 3,372; ore, 162 and 391; merchandise, L. 
C. L., 12,531 and 14,359; miscellaneous, 19,800 and 36,354; total, 1932, 
42,969; 1931, 65,459; 1930, 72,545. 

Total, all roads: Grain and grain products, 40,509 and 51,520; live 
stock, 14,527 and 19,797; coal, 87,231 and 119,565; coke, 2,325 and 4,808; 
forest products, 15,410 and 27,373; ore, 6,547 and 35,342; merchandise, 
L. C. L., 166,945 and 213,942; miscellaneous, 177,193 and 289,471; total, 
1932, 510,687; 1931, 761,818; 1930, 919,781. 

Loading of revenue freight in 1932 compared with the two 


previous years follows: 





1932 1931 1930 

Four weeks in January............ 2,269,875 2,873,211 3,470,797 
Four weeks in February.......... 2,245,325 2,834,119 3,506,899 
Four weeks in March............ 2,280,672 2,936,928 3,515,733 
BiIvVe WEGRS I APP... c-cciccccsce 2,772,888 3,757,863 4,561,634 
PUUr WOSRE Th TRAT.... oss cccccves 2,087,756 2,958,784 3,650,775 
WOUPr WOOKE 1 JUNG. 66 ccccccscces 1,966,355 2,991,950 3,718,983 
Week ended July 2............ - 489,273 667,630 792,053 
Week ended 762,444 915,985 
Week ended 757,989 928,271 
Week ended 742,481 919,301 
Week ended July 30 761,818 919,781 

PEN Foie Wendawcatn s0sGceucunse 16,045,005 22,045,217 26,900,212 
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Decisions of Interstate Commerce Commission 





OIL FIELDS MATERIAL 


HE Commission, by division 3, in No. 18035, Humble Oil and 

Refining Co. vs. Cisco and Northeastern et al., has disposed 
of a complaint in which it was alleged that the rates charged 
on wrought iron and steel pipe and tubing, well drilling outfits 
and equipment, referred to as oil-well supplies, boilers, pumps 
and iron and steel tanks, knocked down, in straight and mixed 
carloads, shipped since February 8, 1924, from points in Texas 
to Cotton Valley and Couchwood, La., were unreasonable, and, 
as to boilers and pumps, in violation of the aggregate of inter- 
mediates provision of the fourth section. Reasonable rates for 
the future and reparation were sought. 

The Commission said that upon consideration of the record 
in this case, and in the light of the southwestern revision, 
Prairie Pipe Line Co. vs. A. W., 132 I. C. C. 56, 146 I. C. C. 
149, and in Magnolia Petroleum Co. vs. C. R. I. & G., 151 I. C. C. 
795, it found that the rates on pipe moving prior to July 14, 1925, 
from Houston, Wortham, East Columbia, Goose Creek, Navarro, 
Corsicana, Cisco and Breckenridge, Tex., to Cotton Valley, Ia., 
and from Cisco to Couchwood, La., were not unreasonable, but 
that the rates assailed on tanks from Navarro to Couchwood, 
the rates assailed on oil-well supplies from Wortham, Navarro, 
Corsicana and Pierce Junction, Tex., to Cotton Valley and the 
rates assailed on pipe prior to July 14, 1928, from Pierce Junc- 
tion to Cotton Valley and Couchwood were unreasonable to the 
extent that they exceeded rates based on the following percent- 
ages of the southwestern distance scale of first class rates and 
differentials, wherever applicable, set forth in Appendix 18 to 
the Consolidated Southwestern Cases, 123 I. C. C. 203, subject 
to the method of computation therein set forth, and to the 
commodity descriptions, minimum weights and ratings con- 
temporaneously in effect in the western classification: On tanks 
and pipe, 35 and 38 per cent, for single-line and joint-line hauls 
respectively, and on oil-well supplies, 48 and 52.5 per cent re- 
spectively. 

A further finding was that in those instances in which the 
joint rate applied exceeded lower combinations of intermediate 
rates which would have applied in the absence of the joint 
rate, and where these aggregates of intermediate rates were 
lower than the bases hereinbefore found reasonable in the past, 
such joint rate was unreasonable to the extent that it exceeded 
the lower aggregates of the intermediate rates. The Commis- 
sion said that in view of its findings in the southwestern re- 
vision it would not be necessary to prescribe rates for the 
future in this case. 

In addition to a finding that reparation was due to com- 
plainant the Commission found that the assessment of the oil- 
well supply rate on pipe, with tool joints attached was not un- 
reasonable or inapplicable. It said the charges collected at 
the oil-well supply rate on shipments of pipe with tool joints 
attached should be adjusted in accordance with the findings 
made in this report. The Commission said the record showed 
that overcharges had been collected on two cars of pipe from 
Pierce Junction. Defendants, the report said, were willing to 
make the proper refunds without any formality upon production 
of the proper transportation papers. The Commission, however, 
ag that the findings herein would remove the necessity there- 
or. 

Commissioner Brainerd, concurring, in the award of repara- 
tion, said he was of the opinion that the rates charged were 
unreasonable to the extent that they exceeded those prescribed 
or found reasonable for the future in the Consolidated South- 
western Cases. 

Commissioner Lee, concurring in part, said he approved the 
report except as to the award of reparation. He said that in- 
asmuch as the findings of unreasonableness were predicated on 
the Commission’s findings in the Consolidated Southwestern 
—— a general revision, he said reparation should have been 

enied. 


LUMBER REPARATION 

The Commission, by division 3, in No. 23852, Watters-Tonge 
Lumber Co. et al. vs. Southern et al., has found applicable and 
not unreasonable, except as indicated, rates charged on lumber 
from points in Alabama, Florida, Georgia, and South Carolina 
to destinations in Kentucky, Virginia and West Virginia. It 
has also found that the rates were not in violation of the long- 
and-short haul part of section 4. 








A further finding is that the rates of 47.5 cents from Flat- 
wood, S. C., to Pikeville, W. Va., 45 cents from Pensacola, Fla., 
to Paintsville, W. Va., and 45.5 cents from Garnett, S. C., to 
Louisa, W. Va., were inapplicable and that the applicable rates 
were 42.5, 44 and 43.5 cents, respectively. 

Another finding is that shipments from Flatwood on October 
15, 1928, and Indian Creek, S. C., on October 20, 1928, to Chatta- 
nooga, Tenn., reconsigned to Paintsville, were misrouted by the 
Alabama Great Southern but that the rates applicable over the 
routes of movement and over the routes over which the ship- 
ments should have moved were not unreasonable, and that rule 
77 of Tariff Circular 18-’ was inapplicable to such shipments. 

A third finding was that the failure of the defendants, prior 
to December 5, 1928, to publish and apply from the considered 
points in Alabama, Florida, and Georgia named in Southern 
Railway, I. C. C. No. A-9923, or reissues thereof, to the des- 
tinations considered in the report in Kentucky, Virginia and 
West Virginia, except Beckley, Brooksville, Oak Hill and West 
Raleigh, W. Va., intermediate to Huntington, W. Va., the rates 
contemporaneously maintained from the same points to Hunting- 
ton were unjust and unreasonable. Reparation was awarded. 

Commissioners McManamy and Brainerd wrote separate 
views concurring in part in the findings of the division. 


EASTBOUND SUGAR CASE 


Fourth section relief on transcontinental eastbound sugar 
has been denied by the Commission, division 2, in a report 
written in Fourth Section application No. 14080. Denial has 
been made in fourth section order No. 11004, sugar from San 
Francisco and Crockett, Calif. Commissioner Aitchison noted 
a dissent. 

This application was made by the transcontinental railroads. 
They asked relief so they might reduce their rates on refined 
sugar, carloads, from San Francisco and Crockett, Calif., on San 
Francisco Bay, to Chicago, Ill., Milwaukee, Wis., St. Louis, Mo., 
and related points, principally in the Illinois district without 
making reductions from and to intermediate points. They ex- 
cepted points in Illinois served only by eastern and southern 
railroads; southern Wisconsin; the extreme eastern parts of 
Iowa and Missouri; and the Illinois district in Indiana. 

Denial was based on considerations arising out of the reason- 
ably compensatory part of the fourth section. The Commission 
said the situation was one in which some relief would be justified 
if the existence of competition were the only fact necessary to 
warrant relief from the provisions of the fourth section. 

The application, the report said, was grounded on recently 
developed actual competition with routes operating through the 
Panama canal; thence up the Mississippi from New Orleans, 
La.; or up the Hudson River from New York City, through the 
New York state barge canal by way of Buffalo, or Oswego, N. Y., 
and over the Great Lakes; and, to some destinations, finally by 
rail from Cairo, Ill., St. Louis, Chicago or Milwaukee. 

Originally the application, the Commission said, was based 
in part on long existing market competition between San Fran- 
cisco Bay refiners on the one hand and Atlantic seaboard and 
Louisiana refiners on the other. That ground, the Commission 
said, was abandoned at the hearing. 

Supporting the application, said the Commission, were two 
San Francisco Bay refiners, which brought their raw sugar from 
the Hawaiian and Philippine Islands. Opposed to relief, it said, 
were certain Atlantic seaboard refiners, using principally Cuban 
and Porto Rican raw sugars and several Louisiana refiners, using 
those as well as local raw sugars. 

Likewise opposing the application, continued the report, 
were eastern and southern rail lines and one southwestern line, 
the M.-K.-T., all interested in preventing proposed reductions 
and protecting the refiners on their lines. 

“The situation represents more a contest between rival 
groups of rail carriers than one between rail carriers, on the 
one hand, and water carriers, on the other. Various intercoastal 
steamship lines now carrying most of the traffic, and two barge 
lines operating on the Mississippi River are also before us, 
praying for denial of the application. The case, therefore, has 
the characteristics of a minimum-rate case as well as a request 
for relief from the long-and-short-haul provision of section 4. 
There is no opposition from anyone located at any point inter- 
mediate to the origins and destinations involved.” 

The present rate from San Francisco to Chicago is 84 cents. 
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The Commission said that that rate was somewhat a postage 
stamp rate, applying to practically all the territory between 
Chicago and central Arizona and Nevada, generally on a mini- 
mum of 60,000 pounds. 

Originally the carriers asked for authority to establish a 
rate of 70 cents, without reducing rates at intermediate points, 
but finally, on account of reductions in the water rates, the 
request was for permission to establish a rate of 62 cents, mini- 
mum 80,000 pounds. More details are given in the Commission’s 
conclusions hereinafter set forth. 

Among those taking a position in opposition to the proposal 
was the government barge lines. It urged, according to the 
report, it could ill afford to lose any revenue. The Commission 
said it was generally operated at a deficit, except in 1926 and 
1928, when it earned substantial profits “disregarding interest 
on investment.” In 1926, according to the report, it earned 
$219,511 and in 1928, $327,712. 

The applicants, the Commission said, urged that that line, 
which they referred to as conducting an unprofitable business 
experiment at public expense and competing with privately 
owned quasi-public corporations, many of which, including the 
transcontinental lines, needed additional revenue, was in no 
position here to ask for consideration at the Commission’s hands. 
Continuing the discussion and disposing of the application the 
Commission said: 


Reductions from Louisiana similar to those here proposed would 
cost the Illinois Central about $200,000 yearly, if the tonnage handled 
in 1929 may be taken as a standard. This figure takes no account 
of the reductions that would be necessary to points intermediate to 
the destinations in question in case fourth-section relief were denied 
the southern lines. On the whole so far as net returns are concerned 
the rail carriers in the aggregate would probably fare better with the 
lines from the Atlantic and gulf state refineries handling most of the 
traffic at normal rates than if the lines from California were allowed 
to take a large portion of it at greatly depressed rates. 

Protestants suggest that the diversion of traffic to the Panama 
Canal lines, particularly through New York, may not be permanent, 
but intended mainly to furnish grounds for fourth section relief. The 
New York refiners have tried the canal-lake route from New York 
to Chicago and have found that notwithstanding the fact that they 
do their own loading, the best service available over that route is 
unsatisfactory, particularly for retail-package sugar. This is a matter 
of considerable importance because the trade quite generally demands 
a mixture of bulk and package sugar. 

The fact that there is a water rate substantially lower than the 
all-rail rate is not generally sufficient to overcome the disadvantages 
incident to shipment by water. The traffic manager of one of the 
principal eastern refiners, who has had many years of experience in 
the shipment of sugar from New York to Chicago by water, expressed 
the view that without some special or unusual motive or incentive 
there is no reason why the route should be used in any large way for 
the shipment of sugar. However, during the first 8 months of 1931 
over 177,000 tons of California and eastern sugar moved through the 
New York state Barge Canal to points on the canal and Great Lakes 
the bulk of which originates in the east. Out of 58,000 tons moved 
over the canal-lake route to Chicago and Milwaukee in 1930, 28,000 
tons came from California, 10,000 tons from New York, 11,500 tons 
from Philadelphia, and 9,000 tons from Cuba and Porto Rico. All or 
practically all of this sugar was in bags. The experience of eastern 
refiners is that loss and damage claims covering their water-borne 
traffic are more numerous and more difficult to settle than those on 
their all-rail traffic, but the California refiners have had no particular 
difficulty in this respect. The water service from New York is less 
dependable as to time than all-rail service. It is also less regular 
and open only about 7 months of the year. The eastern refiners use 
the water route not because they find it satisfactory, but because 
they have to in order to save transportation charges and meet market 
conditions created primarily by beet sugar producers. 


Conclusions 


The record in this case leaves no doubt that the movement of 
sugar by rail from the refineries on the Pacific coast to Chicago and 
the other interior points embraced in this proceeding, is steadily 
diminishing while the movement by water lines is rapidly increasing. 
It is also clear that the all-rail carriers from the Pacific coast will 
continue to lose a part of the sugar traffic which so far they have 
been able to detain unless they readjust their rates so as to place 
them more in line with the rates available for transportation 
by water. 

The situation is one in which some relief from the long-and- 
short-haul provision of section 4 would be justified if the existence of 
competition were the only fact necessary to warrant relief from the 
provisions of that section. However, our authority to grant such 
relief is limited by the proviso that we ‘‘shall not permit the estab- 
lishment of any charge to or from the more distant point that is 
not reasonably compensatory for the service performed.’ We must, 
therefore, give consideration to the question of whether the rates 
proposed by the applicants for the purpose of meeting the competition 
at Chicago and other interior points will be reasonably compen- 
satory rates within the meaning of the above provisions of section 4. 
Under applicants’ proposal the maximum rate of 62 cents from San 
Francisco to Chicago would apply over routes varying in distance from 
2,258 to 2,890 miles. This rate is lower than the present rates from 
San Francisco to intermediate points on the short line beginning at 
Massie, Nev., 294 miles from San Francisco. The rates to points 
east thereof grade up to a maximum of 84 cents, which is reached 
at Piute, Nev., 472 miles from San Francisco, and this rate applies 
to all intermediate points east of Piute included in the total distance 
of 2,258 miles. 

It is the carriers’ contention that these intermediate rates do not 
exceed reasonable maximum rates and that the rate of 84 cents 
to most of the points involved is in fact less than a maximum reason- 
able rate. In support of this contention they call attention to the 
fact that although this rate applies for distances of more than 2,000 
miles, it is the same as the rate prescribed as a reasonable maximum 
rate on sugar, in carloads, from San Francisco to intermediate points 
for distances of less than 1,000 miles in Phoenix Chamber of Com- 
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merce vs. A., T. & S. F. Ry. Co., supra. It is also lower than rates 
prescribed in the southwestern revision for the transportation of 
sugar, carloads, from, to and between points in a great part of the 
intermediate territory involved herein. In that case we found 84 
cents the maximum reasonable rate for distances of 1,200 miles ang 
over 1,175 miles. No rates were prescribed in the latter case for dis- 
tances exceeding 1,500 miles but if the scale of rates prescribed jn 
that proceeding were extended to apply for a distance of 2,258 miles 
at the same rate of progression as used in that scale for distances 
of 1,200 to 1,500 miles, the rate on sugar for that distance would 
be $1.25. The present rate of 84 cents is 67.2 per cent of the above 
rate while the proposed rate of 62 cents is only 49.6 per cent of that 
rate. We cannot regard rates for the long hauls involved herein 
which are so much lower than rates which we have prescribed ag 
reasonable maximum rates for distances of less than 50 per cent 
under equal or more favorable transportation conditions, as meeting 
the reasonably compensatory requirement of section 4. We would 
not be warranted, therefore, under the powers conferred upon us by 
section 4 in granting relief from the provisions of that section to 
maintain such rates. The application accordingly will be denied. 


CAROLINA VEGETABLE RATES 


Against the objections of the railroads and North Carolina 
vegetable growers, the Commission, in No. 14092, South Caro- 
lina Produce Association vs. Aberdeen & Rockfish et al.; a sub- 
number, Beaufort Truck Growers’ Association vs. Same; No. 
14597, South Carolina Asparagus Growers’ Association vs. South- 
ern et al.; No. 18153, Corporation Commission of North Caro- 
lina vs. A. & R. et al.; No. 17383, sub. No. 3, J. & G. Lippmann, 
Inc., et al. vs. N. S. et al.; No. 17383, sub. No. 4, R. C. Abbott 
et al. vs. Same; No 17383, sub No. 7, Brock & Scott Produce 
Co. et al. vs. N. S. et al.; No. 17631, Spence-Hollowell Co. et al. 
vs. N. Y. N. H. & H. et al.; No. 23198, Caruso, Rinella, Battaglia 
Co., Inc., vs. N. S., upon further hearing, has divided vegetables, 
not otherwise specified, into a number of groups and established 
a basis for the conversion of the rates, now stated in amounts 
on unit packages, into rates in amounts a hundred pounds in 
percentages of the first class rates based upon estimated weights 
a package. Prior reports, 96 I. C. C. 107, 107 I. C. C. 613 and 152 1. 
C. C. 5, have been modified so as to permit the restatement of the 
rates in the form generally used throughout the country. 


This change is in accordance with the views of South Caro- 
lina growers, who, for a number of years, opposed continuance 
of the system of stating rates by the package, a custom in 
Carolina territory and other parts of the south. Florida vege- 
table rates were converted as a result of the Commission’s deci- 
gh Railroad Commissioners of Florida vs. A. & R., 177 I. C. 


According to Commissioner Brainerd, who wrote this sup- 
plemental report on further hearing, the basic issues as to the 
reasonableness of the rates were disposed of in the former 
reports, leaving for disposition in this report the question 
whether the method of stating the rates should be changed from 
the package to the weight basis, and if so, what should be the 
measure of the rates on different vegetables or sub-groups of 
vegetables in the not otherwise specified list after the rates 
were transposed to a weight basis. A similar issue, he said, was 
presented as to asparagus, which moved on specific commodity 
package rates approved in the prior report, 107 I. C. C. 613. 
The commodity rates on asparagus, he said, were distinct from 
the rates on vegetables n. o. s., and received separate treatment. 

This conversion issue was reserved, although it pertained 
to all vegetables rates, except potatoes and cabbage rates, which 
were on the weight basis, on account of insufficiency of the 
record. 


The Commission found that the rates heretofore stated on 
the package basis should hereafter be stated on the basis of 
weight, in cents a hundred pounds. It found that reasonable 
maximum rates would result from the application of percent- 
ages of the corresponding first class rates, published as a result 
of findings in Southern Class Rate Investigation, 100 I. C. C. 
513, 109 I. C. C. 300, 113 I. C. C. 200 and 128 I. C. C. 567, subject, 
as to points in eastern territory and New England, to the basis 
prescribed in Finding 17 in that investigation, as follows: 


On spinach, peppers, and lettuce, 60 per cent of first class, mini- 
mum 15,000 pounds. 

On egg plant and romaine, 50 per cent of first class, minimum 
18,000 pounds. 

On string beans, lima beans, and peas, 47 per cent of first class, 
minimum 20,000 pounds. 

On tomatoes, squash, beets with tops, carrots with tops, and 
turnips with tops, 42 per cent of first class, minimum 24,000 pounds. 

On green corn, cucumbers, and carrots without tops, 35 per cent 
of first class, minimum 29,000 pounds. 

On asparagus, 65 per cent of first class, minimum 19,000 pounds. 


The minima set forth in connection with the percentages, 
Commissioner Brainerd said, were for standard cars with inside 
measurement of 32 feet or more. For shorter cars, he said the 
minima should be 90 per cent of those for standard cars. The 
unit weights shown in a table, taken from an exhibit which the 
parties had stipulated into the record, the report said, might be 
used in computing carload weights and charges. 
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No order was issued because, the report said, the Commis- 
sion was mindful of the fact that since the hearing in this case 
certain decided cases involving the adjustment of rates on 
vegetables in the southwest and in the Mississippi Valley had 
been reopened; that an investigation and suspension proceeding 
involving the classification ratings on vegetables in western 
territory had been instituted, as had also a similar proceeding 
embracing the rates on vegetables from southern territory not 
within the issues of this and the Mississippi valley cases; and 
that a new complaint had been filed against the rates on vege- 
tables from Florida to destinations throughout the United States. 

In view of that situation, Commissioner Brainerd said it 
might be that the parties to this proceeding would not desire 
the findings herein to be made effective until the investigations 
mentioned were completed. For that reason, .he said, no order 
would be entered herein except upon motion of the complainants 
or defendants filed within 60 days from the date of service of 
this report. If and when such a motion was filed, said he, the 
matter of an appropriate order would be given consideration. 

Commissioner Eastman, dissenting, said that either these 
rates were too high or the corresponding rates which the Com- 
mission had prescribed from some competing sections were too 
low. He said that he was convinced that some further process 
of readjustment would be necessary, and that ultimately the 
rates prescribed here would not stand the test. 


COMMISSION REPORTS 


Petroleum Products 


I. and S. No. 3702, petroleum products from the southwest. 
By division 3. Proposed rates, petroleum products, points in 
the southwest to destinations in northern Missouri, southeastern 
Iowa, and western Illinois, justified, except to destinations in 
Missouri directly intermediate to St. Louis. The Commission 
found that rates from midcontinent group 3 to Mexico, Mo., 
and related points should not exceed the basis prescribed in the 
Midcontinent case, 112 I. C. C. 421, and 132 I. C. C. 103, from 
group 3 to St. Louis, Mo., with differentials from the other 
groups the same as prescribed to St. Louis. Schedules found 
not justified ordered to be canceled and proceeding discontinued. 
Commissioner Lee concurred in part. 


Asphalt Aggregate Errors 


No. 24009, O. A. Smith Agency, Inc., vs. I. C. et al. Supple- 
mental report by division 5. Errors in the original report, 179 
I. C. C. 389, corrected. The original report found unreasonable 
the rates on asphalt aggregate, Big Clifty, Ky., to Dunbar, 
Matoaka and Spring Hill, W. Va. 


Crushed Stone 


No. 24394, Olive Hill Limestone Co. vs. B. & O. et al. By 
division 5. Rates, crushed stone, Atlas, Highland and Lime- 
stone, Ky., to destinations in West Virginia, unreasonable to the 
extent that they exceeded or may exceed, over the shortest 
route established, rates shown in a table, plus 20 cents, to 
destinations on the Ripley and Spencer branches. Rates shown 
in the table begin with 100 cents for the block between 40 and 
60 miles, become 120 cents at 100 miles; 140 cents at 150 miles, 
and end with 160 cents a ton for 200 miles. Reparation awarded. 
New rates to be effective not later than November 3. 

Dry Building Mortar 

Fourth section application No. 14692, building mortar, Os- 
born, O., to the south. By division 2. Applicants authorized, 
in fourth section order No. 10992, to establish and maintain 
rates, dry building mortar, carloads, from Osborn, O., to southern 
points, without observing the long and short haul part of sec- 
tion 4, through the Cincinnati, O., gateway, subject to terms and 
conditions similar to those specified in outstanding fourth sec- 
tion orders relating to the corresponding rates on cement. 


Automatic Train Control 


No. 13413, in the matter of automatic train control devices, 
Northern Pacific Railway. By the Commission. Report by Com- 
missioner McManamy. Upon further hearing on petition of the 
Northern Pacific Railway Co., orders of June 13, 1922, and 
January 14, 1924, as amended, requiring installation of automatic 
train stop or train control devices, in so far as those orders 
affect petitioner, suspended until further orders of the Commis- 
sion. Former reports 69 I. C. C. 258 and 91 I. C. C. 426. Suspen- 
Sion of orders was requested on the grounds of favorable operat- 
ing conditions, light traffic density, and that the money now ex- 
pended for maintenance of the devices could be used more 
effectively in other ways to promote safety. 

Roofing Material Reparation 

No. 17358, Higginbotham-Bartlett Co., Inc., et al. vs. A. & 
S. et al., three sub-numbers thereunder, Burton Lumber Co. et al. 
vs. Same, Galbraith-Foxworth Lumber Co. et al. vs. A. T. & 
S. F., and Moore & Richolt Lumber Co. et al. vs. A. T. & S. F. 
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et al., No. 17208, Oklahoma Sash & Door Co. et al. vs. A. T. 
& S. F. et al., and No. 17123, Benson Bros. Lumber Co. et al. 
vs. Same. By the Commission. Upon further hearing, repara- 
tion awarded complainants and interveners named in an ap- 
pendix not heren reproduced, on account of unreasonable rates, 
building and roofing materials, Kansas City and St. Louis, Mo., 
Chicago, I1l., Minneapolis, Minn., Cincinnati and Lockland, O., 
Port Huron, Mich., New Orleans, La., and origins grouped there- 
with to Kansas, Oklahoma and Texas destinations, in accordance 
with the findings in prior report, 156 I. C. C. 390. Original re- 
port, 136 I. C. C. 231. Commissioner Tate concurred in part 
and Commissioner Mahaffie dissented in part. 
Rough-Quarried Marble 

No. 20783, Sunderland Brothers Co. vs. M. P. et al. By divi- 
sion 3. Rate, rough-quarried marble, Carthage and Phenix, Mo., 
to Omaha, Neb., unduly prejudicial as compared with the rate 
on polished marble between the same points to the extent it 
exceeded or may exceed 85 per cent of the rate contemporane- 
ously maintained on polished marble from and to the same 
points. New rate to be established not later than November 2. 


Face Brick 


No. 24636, L. N. Grant vs. A. C. L. et al. By division 3. 
Rates, face brick, Weldon, N. C., to points in Virginia and rates, 
face brick and common brick, Weldon to Rosslyn, Va., unreason- 
able to the extent they exceed or may exceed rates under the 
distance scales prescribed for application on face brick and com- 
mon brick in Brick and Clay Products in the South, 88 I. C. C. 
543, 155 I. C. C. 730, subject to the present authorized emergency 
increases. New rates to be made effective not later than Novem- 
ber 2. Commissioner Brainerd, dissenting, said that the southern 
brick scale should not be extended into northern Virginia. He 
said the Commission did that as to common brick in Grant vs. 
A. C. L., 168 I. C. C. 279, but that he now believed that that was 
a mistake. 

Agricultural Lime 

No. 24456, Bone Dry Fertilizer Co., Inc., vs. A. C. L. et al. 
By division 4. Rates, agricultural lime, Berkeley, W. Va., to 
Virginia destinations, unreasonable to the extent they exceeded 
those prescribed in North American Cement Corporation vs. 
A. & R., 153 I. C. C. 431, 163 I. C. C. 701. Commissioner Mahaffie, 
dissenting, pointed out that in this case the majority was award- 
ing reparation to the basis of the scales prescribed in the 
North American case in which reparation was not requested. 
He said the complaint should have been dismissed. 


Old or Used Cotton 

No. 24436, Western Yarn Mills et al. vs. G. T. W. et al. 
By division 3. Rate, old or used cotton, Chicago, IIl., to Detroit, 
Mich., unreasonable to the extent it exceeded or may exceed 
the sixth class rate now in effect, minimum 24,000 pounds, or 
90 per cent of the sixth class rate, minimum 30,000 pounds. 
New rate to be established not later than November 2. 

Hogs 

No. 24938, Haibach Brothers vs. C. C. C. & St. L. et al. By 
division 5. Rate, hogs, in single deck cars, Marion, O., to Erie, 
Pa., unreasonable to the extent it exceeded 34.5 cents. Repara- 
tion awarded. 

Rough Rice 

No. 24232, Mount Royal Rice Mills, Limited et al. vs. S. P. 
et al. By division 2. Rail-water-rail rate, rough rice, points in 
Louisiana, west of the Mississippi River to Montreal, Canada, 
unreasonable to the extent it exceeded 64 cents, minimum 70,000 
pounds. Reparation awarded. 


Gasoline Transit 


No. 23870, Gulf States Terminal & Transport Co., Inc., vs. 
T. & P. By division 4. Upon reconsideration, finding in orig- 
inal report that complaint was barred by statute reversed. Com- 
plaint dismissed. Finding in original report that failure of 
defendant to publish in connection with its storage in transit 
rule applicable on export shipments, gasoline stored at New 
Orleans, La., an allowance covering loss by evaporation and 
wastage, was not shown to be unreasonable, affirmed, but upon 
reconsideration found, that the rule assailed did not preclude 
an adjustment of charges for any losses actually sustained by 
reason of such evaporation and wastage. Record insufficient 
to determine the amount of such loss. Former report, 178 I. 
C. C. 655. 

Boston Anthracite Switching 

No. 24663, Banta Coal Co. vs. B. & M. et al. By division 5. 
Failure of defendants to include complainant’s plant within the 
Boston, Mass., switching limits found not to have been shown 
to have subjected complainant to the payment of unreasonable 
rates or unjust discrimination in the past, but will, in the 
future, subject complainant to the payment of rates for the trans- 
portation to that plant in interstate and foreign commerce of 
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anthracite coal, from producing points in Pennsylvania and of 
anthracite and bituminous coal, from Mystic Wharf in Boston, 
which will be unduly prejudicial against complainant and unduly 
preferenitial of complainant’s competitors who are now located 
within such switching limits. Carriers required to include plant 
of complainant within the Boston switching district on or before 
November 3. 


Drain Tile 


No. 21725, William E. Dee Co. vs. A. & W. et al. By divi- 
sion 3. Dismissed. Rates, drain tile, Mecca and Newport, Ind., 
to destinations in Wisconsin, Minnesota and upper peninsula of 
Michigan, not unreasonable or otherwise unlawful. 


Crushed Stone Grouping 


No. 22315, Liberty Lime & Stone Co., Inc., vs. A. & R. et al. 
Order in the original report, 183 I. C. C. 742, modified to permit 
the grouping of origin and destination points for the applica- 
tion of the rates on crushed stone, crushed stone screenings, 
chert, and stone dust prescribed in the original report. Groups 
to be used are those permitted in the southern class rate re- 
vision. 

Horses for Slaughter 


No. 24458, Schlesser Brothers vs. G. N. et al. and two sub- 
numbers, Same vs. N. P. et al. and Same vs. C. M. St. P. & P. 
et al.’ Dismissed. Rates, horses for slaughter, points in Mon- 
tana to Kenton, Ore., not unreasonable or otherwise unlawful. 


Automatic Train Control 


No. 13413, in the matter of automatic train control devices, 
Union Pacific Railroad. By the Commission, on further hear- 
ing. Petition, Union Pacific Railroad Co., that orders of June 
13, 1922, and January 14, 1924, as amended, be modified, in so 
far as those orders affect petitioner, to permit operation by 
petitioner of locomotives equipped with automatic cab signals 
in lieu of automatic train control devices, granted. Former 
reports, 109 I. C. C. 147 and 118 I. C. C. 250. Specifications and 
requirements prescribed for continuously controlled automatic 
cab signal system to be installed and operated by the Union 
Pacific in lieu of automatic train control devices. 


Nitrate of Potash 


Fourth Section Application No. 14726, crude nitrate of potash 
from southern ports. By division 2. Applicants authorized, in 
fourth section order No. 11002, subject to the usual circuity limi- 
tations, to establish commodity rates, imported crude nitrate of 
potash (not refined), from Gulf, South Atlantic and Virginia 
ports to destinations in southern territory, without observing 
the long and short haul provision of section 4. 


Logs 

Fourth Section Application No. 14710, logs to Nashville, 
Tenn. By division 2. Applicants authorized, in fourth section 
order No. 11001, subject to circuity limitations, to establish and 
maintain rates, logs, local stations on their lines to Nashville, 
Tenn., without observing the long and short haul provision of 
section 4. 

Bituminous Coal 


Fourth Section Application No. 14300, coal from Alabama 
to Florida. By division 2. Applicants authorized, in fourth sec- 
tion order No. 11000, to establish rates, bituminous coal, Ala- 
bama mines to Panama City and Millville Junction, Fla., sub- 
ject to circuity limitations, without observing the long and 
short haul provision of section 4. 


Cocoa 


No. 23054, E. & A. Opler, Inc., vs. A. T. & S. F. et al. By 
division 2. Dismissed. Carload ratings, cocoa (cocoa powder), 
in inner containers, in the three big classifications, and in bulk, 
in paper lined burlap bags, or in bulk in barrels, in southern 
classification, not unreasonable. 


Apple Switching 


No. 14510, Gwin, White & Prince, Inc., vs. N. Y. N. H. & H. 
et al., and a sub-number, Same vs. Same. By division 2. Dis- 
missed. Charges, switching at Boston, Mass., apples, originating 
at Brewster and Chelan, Wash, applicable. Applicable charges 
on shipment originating at Chelan not shown to have been 
unreasonable. 


Live Stock 


Fourth Section Application No. 14240, live stock in official 
territory. Applicants authorized in Fourth Section Order No. 
10999, to establish and maintain rates on live stock between 
points in official territory, over any line or routes instructed on 
the basis prescribed or approved in Eastern Live Stock Cases 
of 1926, 165 I. C. C. 277, subject to the usual circuity limitations 
and the lowest combination rule, without observing the long-and- 
short-haul part of section 4. 
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Wheat 


No. 24634, Lathrop-Marshall Grain Co. vs. A. T. & S. F. ¢ 
al. By division 4. Rate, eight carloads, wheat, Kansas City, 
Mo., to Auburn, Ky., inapplicable. Applicable rate, 43 cents 
unreasonable to the extent it exceeded 40.5 cents: Defendants 
authorized to waive collection of outstanding undercharges jp. 
asmuch as the freight bill was settled on the basis of a rate of 
40.5 cents. 


Grinding Balls 


No. 24773, Dewey Portland Cement Co. vs. C. R. I & Pp 
et al. Rate, grinding balls, carloads, Greenville, Ill., to Lip. 
wood, Ia., inapplicable. Applicable rate found to have been 1g 
cents. Reparation of $105.20 awarded. Commissioner Mahaffie, 
dissenting, said the complaint should have been dismissed. 


COMMISSION ORDERS 


Finance No. 8471, Charleston & Western Carolina e¢ al., con- 
struction and operation. Time prescribed in said certificates, as ex. 
tended, within which the C. & W. C. and the C. C. & O. of S. 
or either of them, shall commence and complete the construction 
therein authorized is further extended to October 1, 1934, and Octo- 
ber 1, 1935, respectively. 

No. 23922 (Sub 2), Coal Trade Association of Indiana vs. B. & 
O. et al., No. 23922 (and Sub 1), Siemer Milling Co. et al. vs. Penn- 
sylvania et al., No. 24289 and Sub 1, and No. 24346, Decatur Malleable 
Iron Co., Inc., vs. C. M. St. P. & P. et al. Order modified to become 
effective on October 17, upon not less than 30 days’ notice. 

No. 25168, Johnson City Foundry & Machine Co., Inc., vs. South- 
ern et al. State Corporation Commission of Virginia permitted to 
intervene. 

No. 25357, Kemp Lumber Co. et al. vs. A. T. & S. F. et al. Standa- 
ard Oil Co. of Louisiana permitted to intervene. 

No. 25359, East Texas Refining Co. vs. A. C. et al. Simms Ojl 
Co., Lion Oil Refining Co., Root Refining Co., Ouchita Valley Re- 
—_— Co., and Louisiana Oil Refining Corporation permitted to in- 
ervene. 

No, 15879, Eastern Class Rate investigation. Order of June 27, 
1931, further amended so as to authorize continuance of present 
method of constructing class rates to and from points on Delaware 
& Northern Railway. 

Finance No. 7625, Gulf & West Texas Construction. San Antonio 
Freight Bureau permitted to intervene. 

Ex Parte 102, application of American Barge Line Co. Order of 
March 11, 1932, further amended so as to require said order to be 
made effective upon notice to this Commission and the general public 
by not less than 10 days’ filing and posting in manner prescribed 
in section 6 of the interstate commerce act, instead of on 30 days’ 
notice as previously provided. 

No. 24823, M. J. Grove Lime Co. vs. B. & O. et al. Petition of 
defendants for reconsideration and argument by which postponement 
of effective date of order is sought, denied. 

Finance No. 4895, Shamokin, Sunbury & Lewisburg bonds. Second 
ordering paragraph of order of Commission entered on June 30, 1925, 
99 I. C. C. 322, modified so as to permit the Reading Co. to pledge 
with the trustee of its general and refunding mortgage dated Janu- 
ary 2, 1924, Shamokin, Sunbury and Lewisburg second mortgage bonds 
in the amount of $28,000 in substitution for a like amount of the 
Peoples Railway Co. 5 per cent bonds maturing May 1, 1940. 

Finance No. 7482, Texas & Pacific bonds. Order of Commission 
entered on April 5, 1929, 150 I. C. C. 767, authorizing said company to 
procure authentication and delivery of $34,000,000, principal amount, 
of general and refunding mortgage 5 per cent gold bonds, series C, 
modified so as to limit to $28,612,000 the amount of said bonds to 
be issued thereunder. 

Finance No. 9207, Application of N. & W. for certficate to abandon 
its line of railroad between Lenore and Wayne, W. Va. State of 
West Virginia permitted to intervene. 

Fourth Section Applications Nos. 793 et al. Class and commodity 
rates from, to and between points in southwestern territory. Peti- 
tion dated May 20, 1932, filed by F. A. Leland, agent, for a modifica- 
tion of Fourth Section order No. 10767, class and commodity rates 
from, to and between points in southwestern territory, entered No- 
vember 17, 1931, in said application No. 793 et al., to provide that 
the denial date therein be postponed until further order of the Com- 
mission, denied, sufficient justification not having been shown. 

No, 22521, Binswanger & Co. of Texas vs. A. T. & S. F. et al. 
Petition of complainant, dated July 18, 1932, for reconsideration upon 
present record or for rehearing, denied. 

Finance No. 9566, Columbus & Greenville notes. Application of 
C. & G. seeking authority under section 20a of the interstate commerce 
act to issue not exceeding $100,000 of promissory notes to evidence a 
yn I om amount from the Reconstruction Finance Corporation, 

smissed. 





VEGETABLE SHIPPER OBJECTS 

In opposition to proposed increases in freight rates on 
vegetables from the south, Thomas F. Cochran, a fruit and 
vegetable distributor in New York, has written a letter to F. E. 
Williamson, president of the New York Central; W. W. Atter- 
bury, president of the Pennsylvania; Daniel Willard, president 
of the Baltimore & Ohio and C. E. Denny, president of the 
Erie, suggesting that they, in proposing higher rates, ignore 
obvious business conditions and demand exemption from the 
decline in price levels which apply to commodities and service. 
The letter was made public by the National League of Com- 
mission Merchants. In part, Mr. Cochran said: 

Another angle suggests itself to me. If the railroad plant has 
been overbuilt as a whole or in particular directions and is costing 
too much to maintain, why should it not be cut down to where it 
will be a protable business? In other words, why not cut out the 
expensive duplication of competitive passenger service that is drain- 
ing your resources and which is superfluous? 

Why not petition the Interstate Commerce Commission for per- 
mission to abandon obsolete branches and lines that have no chance 
to pay their own way? It might be that the balance of the properties 
could not earn five or six per cent on the book value of the entire 


railroad plant, but neither could two-thirds of my business if the 
other third became a dead weight. 


Ll> 


Ss S/S eC 


4+ No, 7 
+ 


3. F. et 
iS City, 

Cents, 
>ndants 
Ses in. 
rate of 


-& Pp 
O Lin. 
een 18 
ahaffie, 
2d. 


+» COn- 
as ex. 
5. C. 
ruction 
Octo- 
B. 
pt 
lleable 
ecome 


South- 
ted to 


Stand- 


ns Oil 
y Re- 
to in- 
ne 27, 
resent 
Aware 


itonio 


1 of 
erce 


ion, 


und 


er- 
ent 
the 
ore 
che 
ce. 
m- 


1as 
ng 
he 
n- 
r= 


es 
re 
he 


August 13, 1932 


The Traffic Werld 


PAGE 289 








Proposed Reports in I. C. C. Cases 


HORSES AND MULES 


RESCRIPTION of new rates, based upon a finding of unrea- 

sonableness, has been recommended by Examiner W. R. 
Brennan, in No. 24674, J. W. Patterson vs. A. G. S., and three 
sub-numbers thereunder, Same vs. Same, Ragsdale-Lawhon-Weill 
Co. vs. Same, Ragsdale-Lawhon-Weill Co. vs. Same, and No. 
95149, Hudson & Couch et al. vs. L. & N. et al., from points in 
Texas, Oklahoma, Kansas, Missouri, Iowa, Nebraska, Colorado, 
Illinois, and Indiana to Atlanta and Howell Stock Yards, Ga. 
Howell Stock Yards is within the switching district of Atlanta. 
In addition to prescription of new rates the examiner recom- 
mended the awarding of reparation. 

Horse and mule rates to the southeast, the examiner said, 
were generally combinations made on the river crossings. Com- 
plainants proposed to displace those combinations with joint 
through rates made by increasing the scale prescribed in White 
Provision Co. vs. A. B. & A., 118 I. C. C. 601 and 142 I. C. C. 73, 
by 15 per cent or by blending the southwestern horse and mule 
rates prescribed in Horse and Mule Rates in the Southwest, 
1924, 93 I. C. C. 479, a case that has been reopened, with the 
southeastern compromise horse and mule rates resulting from 
Live Stock to, From and Between Points in Southeast, 74 I. C. C. 
419, or by increasing the southeastern compromise scale by 
less than 10 per cent for application on shipments from the 
southwest and west. 

Examiner Brennan said the Commission should find the 
assailed rates were, and for the future would be, unreasonable 
to the extent they exceeded or might exceed rates shown in an 
appendix, not herein reproduced, distances to be measured over 
the shortest route over Which carload traffic could be moved with- 
out transfer of lading. 

The scale recommended by the examiner begins with a rate 
of 55.6 cents for 400 miles, becomes 62.5 cents at 600 miles; 72 
cents for the block between 790 and 830 miles; 77 cents at 
1,000 miles; 81.5 cents at 1,200 miles; 85 cents at 1,400 miles; 
and runs out with a rate of 89 cents at 1,600 miles. 

The examiner said that the rate for each distance shown 
applied also for all lesser distances which were greater than 
that covered by the preceding rate and distance shown. The 
White Provision Co. scale, referred to in the report, began with 
an initial distance of 450 miles, while the scale herein pro- 
posed begins with an initial distance of 400 miles. 


PROPOSED REPORTS 


Pulpwood 

No. 24245, Badger Paper Mills, Inc., vs. C. & N. W. et al. 
By Examiner Harold M. Brown. Dismissal proposed. Rates, 
pulpwood, carloads, points in Michigan, upper peninsula, and 
Wisconsin to Peshtigo, Wis., over an interstate route, not un- 
reasonable. 

Tomatoes and Celery 

No. 24352, Augusta Fruit & Produce Co. vs. A. C. L. et al. 
and No. 24111, Sub. No. 1, Augusta Fruit & Produce Co. vs. 
A. C. L. et al. By Examiner W. H. Smith. Dismissal proposed. 
Rates, tomatoes and celery, producing points in Florida to Staun- 
ton, Va., not unreasonable or otherwise unlawful. 

Portland Cement 

No. 24928, Colorado Portland Cement Co. vs. A. T. & S. F. 
et al. By Examiner W. A. Disque. Rates, portland cement, 
Portland, Colo., to destinations in Kansas, Oklahoma and New 
Mexico, unreasonable and unduly prejudicial to the extent they 
exceed or may exceed those made on the basis of Scale IV, plus 
the same basis of differentials to destinations west of Clayton, 
N. M., as applied on traffic from other points in Colorado, Kan- 
sas, Oklahoma and Texas. Upon the establishment of rates 
over the Santa Fe’s proposed cut-off, based on the joint short- 
line distances, the examiner said, the Commission should permit 
the rates over joint routes to be canceled. 

Used Steel Rails 

No. 24797, Garson Iron & Steel Co. vs. A. C. L. et al. By 
Examiner J. Edgar Snider. Dismissal proposed. Rates, used 
steel rails, Cairo, Boydville, Cyrene and Sessoms, Ga., to Jack- 
sonville, Fla., for export, not unreasonable. 

Lumber, Etc. 


: No. 24364, West Coast Lumbermen’s Association vs. B. F. 
& I. F. et al., and a sub-number, Central Coal & Coke Co. vs. 





C. M. St. P. & P. et al. By Examiner J. P. McGrath. Combina- 
tion rates, lumber and other forest products, points in western 
Washington to destinations in Montana, the Dakotas, and Minne- 
sota and from Vernonia, Ore., to destinations on the C. M. St. P. 
& P. in Montana, North Dakota, and South Dakota, west of 
Mobridge, S. D., unduly prejudicial to the extent they exceed 
the so-called coast-group basis of rates to the same destinations. 


Wheat 


No. 25111, Smith & Scott, Inc. vs. A. T. & S. F. et al. By 
Examiner Harold M. Brown. Dismissal proposed. Rate, carload 
of wheat, Adnaw, Colo., to Los Angeles, Calif., reconsigned to 
San Diego, Calif., not shown to be unreasonable. 


Cement 
No. 24805, Oklahoma Portland Cement Co. vs. K. C. S. et al. 
and a sub-number, Same vs. A. T. & S. F. et al. By Examiner 
W. A. Disque. Dismissal proposed. Rates, cement, Ada, Okla., 
to destinations in Arkansas and Louisiana, not unreasonable. 


Cottonseed 

No. 24965. Port Gibson Oil Works, Inc., vs. Y. & M. V. 
et al. By Examiner John Davey. Interstate rates, cottonseed, 
Woodville, Miss., and Bains, Clinton, Ethel, Laurel Hill, Mc- 
Manus, Norwood, St. Francisville, Slaughter, Wilson and Zach- 
ary, La., to Port Gibson, Miss., unreasonable to the extent they 
exceeded or may exceed the following subject to the authorized 
emergency charges on all shipments moving since January 4, 
1932; 14 cents from Norwood and Wilson; 15 cents from Mc- 
Manus, Ethel, Clinton and Slaughter; 16 cents from Zachary, 
Bains and St. Francisville; 17 cents from Laurel Hill, and 18 
cents from Woodville. The examiner said the findings for the 
future should be without prejudice to any different conclusion 
which might be reached in No. 17000, part 8, Hoch-Smith cotton- 
seed, its products and related articles. 

Fir Piling 

No. 25043, Ruhlman Lumber Co. vs. D. T. & I. et al. By 
Examiner Harold M. Brown. Dismissal proposed. Claims on 
14 multiple-car shipments, long fir piling, Oregon points to 
Detroit, Mich., delivered between July 20 and October 9, 1926, 
inclusive, barred by the statute of limitations. 


Grinding Balls 
No. 24944, Republic Portland Cement Co. vs. Pennsylvania 
et al. By Examiner John McChord. Dismissal proposed. Rates, 
iron or steel grinding balls, or slugs, or pebbles, Greenville, IIl., 
to Longhorn, Tex., not unreasonable, unjustly discriminatory or 


unduly prejudicial. 
Cottonseed Oil 


No. 24988, Interstate Cotton Oil Refining Co. vs. T. & N. O. 
et al. By Examiner Harold M. Brown. Dismissal proposed. 
Rate, tank carload, crude cottonseed oil, Loving, N. M., to Sher- 
man, Tex., inapplicable. Applicable rate, 62.5 cents, not shown 
to have been unreasonable or otherwise unlawful. 


Dessert Preparations 


No. 24098, Robb-Ross Co. et al. vs. C. & N. W. et al. By 
Examiner Arnold C. Hansen. Rating, third class, dessert pre- 
parations, less than carload, and fourth class, on beverage and 
dessert preparations, carloads, in western classification territory, 
not unreasonable. Rating of first class, beverage preparations, 
less than carload, in western classification territory, unreason- 
able to the extent it exceeded or may exceed third class. New 
rating and reparation proposed. 


Pulverized Coal 


No. 25003, Bartlett Hayward Co., Inc., et al. vs. Pennsylvania 
et al. By Examiner Carl A. Schlager. Rates, ground or pulver- 
ized coal, in bags, carloads, Chicago, Ill., Herminie (Rillton), and 
Irwin, Pa., to Ft. Wayne, Ind., and from Irwin to Baltimore, Md., 
unreasonable, to the extent they exceeded 12.5 cents, minimum 
50,000 pounds, from Chicago, and 16.5 cents, like minimum, from 
Herminie and Irwin to Ft. Wayne, and 18 cents, like minimum, 
from Irwin to Baltimore. Reparation proposed. 


Hickory Billets 


No. 24747, N. C. Blanchard Co. vs. N. C. & St. L. By Ex- 
aminer G. O. Basham. Dismissal proposed. Rates, hickory bil- 
lets, New Market, Stevenson, and Bass, Ala., and McMinnville, 
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Manchester and Summitville, Tenn., to Boyce, Tenn., over inter- 
statean route, not unreasonable or otherwise unlawful. 


Blacksmithing Coal 


No. 25004, Pioneer Coal & Coke Co. vs. C. B. & Q. et al. 
By Examiner Carl A. Schlager. Dismissal proposed. Rate, one 
carload, blacksmithing coal, Lilly, Pa., to Chicago, IIl., refor- 
warded to Cody, Wyo., applicable. 


Loose Leaf Book Fillers 


No. 24787, Hopper Paper Co., Inc., vs. A. & R. et al. By 
Examiner T. P. Wilson. Rates, less than carload, loose leaf 
book fillers, Richmond, Va., to various points in southern terri- 
tory, not inapplicable but some of said rates proposed to be 
found unreasonable. Applicable rates on mixed carload ship- 
ments since April 20, 1931, have been sixth class. Second class 
rates on ruled theme paper, not parts of mixed carloads, pro- 
posed to be found unreasonable to the extent they exceeded 
or may exceed corresponding third class rates and that on such 
shipments of unruled theme paper, third class rates assailed, 
were and are not unreasonable. New rates and reparation 
proposed. 

Gasoline and Gas Oil 


No. 24903, Quality Gas & Oil Co. et al. vs. N. P. By Ex- 
aminer Elza Job. Dismissal proposed. Rate, gasoline and gas 
oil, Muskogee, Okla., to Royalton, Minn., applicable and not 
unreasonable or otherwise unlawful. 


Cement 


No. 25026, Ash Grove Lime & Portland Cement Co. of 
Nebraska vs. C. B. & Q. et al. By Examiner Myron Witters. 
Rates, cement, Louisville, Neb., to points in western Minnesota, 
North and South Dakota in extended Scale III territory and to 
points in North Dakota in extended Scale IV territory, not 
unreasonable but unduly prejudicial to Louisville and unduly 
preferential of Mason City, Ia., Duluth, Minn., Steelton, Minn., 
Hanover and Trident, Mont., and Rapid City, S. D. The ex- 
aminer said that the undue prejudice should be removed by the 
establishment of rates for the distances from Louisville com- 
puted according to the formula prescribed in Oklahoma Portland 
Cement Co. vs. D. & R. G. W., 128 I. C. C. 63, the present revised 
scale III rates to extended scale III territory in Minnesota, North 
Dakota and South Dakota and the present revised scale IV to 
extended scale IV territory in North Dakota, which basis, he 
said, should be found reasonable for the future. Temporary 
fourth section relief, he said, should be granted. 


Automobile Seat Hinge Parts 


No. 24888, Owensboro Forging Co. vs. LL. & N. et al. By 
Examiner Elza Job. Dismissal proposed. Ratings and rates, 
automobile front seat hinge parts, male, in bags, in less than 
carloads, Owensboro, Ky., to Detroit and Dearborn, Mich., 
applicable. 

Conductor Pipe 


No. 24959, Reeves Manufacturing Co. et al. vs. B. & O. 
et al. By Examiner C. J. Peterson. Dismissal proposed. Class 
rates charged, shipments of iron or steel conductor pipe, car- 
loads, Dover, O., to various points in Official territory and from 
Indianapolis, Ind., to Louisville, Ky., not inapplicable. 


Oo. S. L. ABANDONMENT 


Examiner O. D. Weed, in Finance No. 9096, Oregon Short 
Line Railroad Co. proposed abandonment, has recommended 
that the Commission permit the applicant to abandon its Talbot 
branch, a little more than nine miles long, in Teton county, 
Idaho. State authorities and two coal mining companies inter- 
vened in opposition. Weed said that the testimony did not 
show that the protestants were now prepared to deliver suffi- 
cient tonnage to justify the operation of the branch, although 
they promised that tonnage soon. He said that if the owners 
of the coal mining properties or an oil company mentioned in 
the testimony had sufficient confidence in their properties and 
sufficient funds to develop them they doubtless could buy the 
Talbot branch at its scrap value and operate it. Possible oil 
discoveries were mentioned as one reason for continuing opera- 
tion but Weed said the public benefits did not appear to be 
sufficient to require continued operation. The examiner said 
the applicant should be required, for a reasonable period, to 
offer the branch to anyone desirous of continuing its operation, 
at a price not less than its fair salvage value. 


FINANCE APPLICATIONS 


Finance No. 9575. Pacific Coast R. R. Co. asks authority to 
issue and deliver 10,000 shares of capital stock, $100 a share par, 
being all its capital stock, and to assume the liabilities and obliga- 
tions of Pacific Coast Railroad Co. This is part of the plan for the 
reorganization of the last mentioned company into the company 
= uses initials instead of the word “railroad” in its corporate 
itle. 


Finance No. 9576. Pacific Coast R. R. Co. asks authority for 


The Traffic World 








Vol. L, No. 7 





a certificate permitting it to acquire the railroad, assets and Property 
of the Pacific Coast Railroad Co. by means of exchange of stock 
The railroad is about 30 miles long. i 

Finance No. 9570. Application _of the Southern Pacific Co. fo, 
authority nominally to issue San Francisco Terminal first mortgage 
bonds amounting to $5,916,000, and for authority to pledge them as 
collateral security for loans within the limitation of paragraph (9) 
section 20a. 

Finance No. 9571. New York Central Railroad Co. asks authority 
to abandon its Mahopac Falls branch in Putnam county, N. Y., having 
a mileage of 2.05. 

Finance No. 9572. Western Pacific Railroad Co. asks for authority 
to issue and pledge not exceeding $5,000,000 of its general and refunding 
mortgage gold bonds, series B, with the Reconstruction Finance Cor- 
poration as collateral for a note of $734,584. 

Finance No. 9573. Los Angeles & Salt Lake Railroad Co. asks 
for authority to abandon parts of its San Pedro branch in Long 
Beach, Calif. The parts of the branch marked for abandonment are 
to be removed from the streets of the city so as to remove a hazard 
to life and property. 

Finance No, 9574. Hartford Eastern Railway Co. asks for autiority 
to suspend service until January 1, 1935. The line of the applicant js 
situated in Snohomish county, Wash., extending from Hartford into 
the Cascade Mountains, a distance of approximately 43 miles to the 
abandoned mining properties of Monte Cristo in that county. The 
Hartford Eastern connects with the Northern Pacific. The applicant 
seeks permission to abandon service until the day mentioned because, 
as it says, of its inability to obtain sufficient patronage to enable it 
to pay operating expenses. That condition, the applicant said, had 
prevailed for several years resulting in the road being operated at an 
annual loss “and which said condition applicant has every reason to 
believe will continue until January 1, 1935, and perhaps for a longer 
period.’’ The applicant says it has no reserve capital or any funds 
available to continue service and is without credit. 

Finance No. 9568. Joint application of the New York Telephone 
Co. and the Galway Telephone Co. for permission on the part of the 
New York company, to buy the physical propery of the Galway 
company at Galway, N. Y. No price for the property is named in 
the application. 

Finance No. 9569. Joint application of the New York Telephone 
Co. and the North Country Telephone & Telegraph Co. for the acqui- 
sition of the physical property of the latter by the New York Tele- 
phone Co., at Evans Mills, N. Y. No price for the property is men- 
tioned in the application. 

Finance No. 9577, application of Chicago & North Western to 
abandon a branch extending from Clowry to Republic, Mich., a dis- 
tance of about 17 miles. The timber that formerly furnished traffic 
for the branch has been cut out. 


UNCONTESTED FINANCE CASES 
Report and order in F. D. No. 9531, authorizing the Hudson River 


Connecting Railroad Corporation to issue promissory notes in an’ 


aggregate amount not exceeding $24,550,100.42 to evidence indebted- 
ness to the New York Central Railroad Company for advances for 
capital purposes, condition prescribed (provided, however, and the 
authority herein granted is upon the express condition that the 
applicant shall, within six months from the date hereof, submit to 
this commission for approval a report of its capital expenditures 
heretofore made but not yet capitalized, in accordance with the re- 
quirements of the commission’s order dated February 19, 1927, re- 
specting applications filed under section 20a of the interstate com- 
merce act), approved. 

Report and order in F. D. No. 9530, authorizing the Chicago 
Great Western Railroad Company to issue a promissory note to the 
Railroad Credit Corporation for not exceeding $710,880, and to issue 
not exceeding $2,133,000 of first mortgage 50-year 4 per cent gold bonds 
to be pledged as collateral security for the note, approved. 

Supplemental report and order in F. D. No. 7499, authorizing the 
acquisition by the Atchison, Topeka & Santa Fe Railway Company 
of control, under a substitute lease, of the railroad and property of 
the Kansas City, Mexico & Orient Railway Company, previous report, 
154 I. C. C. 342, approved. 

Supplemental report and order in F. D. No. 3369, authorizing the 
acquisition by the Atchison, Topeka & Santa Fe Railway Company 
of control, under a substitute lease, of the railroad and property of 
the Grand Canyon Railway Company, previous report, 86 I. C. C. 355, 
approved. 

Supplemental report and order in F. D. No. 5525, authorizing the 
acquisition by the Atchison, Topeka & Santa Fe Railway Company of 
control, under a substitute lease, of the railroad and property of the 
Garden City, Gulf & Northern Railroad Company, previous report, 
111 I. C. C. 430, approved. 

Supplemental report and order in F. D. No. 5546, authorizing the 
acquisition by the Atchison, Topeka & Santa Fe Railway Company of 
control, under a substitute lease, of the railroad and property of the 
New Mexico Central Railway Company, previous report, 111 I. C. C. 
468, approved. 

Supplemental report and order in F. D. No. 8166, authorizing the 
acquisition by the Atchison, Topeka & Santa Fe Railway Company 
of control, under a substitute lease, of the railroad and property of 
the Oil Fields & Santa Fe Railway Company, previous report, 162 
I. C. C. 568, approved. 

Report and order in F. D. No. 9499, authorizing the Ashley, Drew 
& Northern Railway Company to procure the authentication and 
delivery of not exceeding $600,000 of general mortgage gold bonds 
on retirement of an equal amount of outstanding first mortgage 
bonds, approved. 


TENTATIVE VALUATIONS 


Valuation No. 1103, Preston Railroad Co. Tentative valua- 
tion. Property owned and used for common carrier purposes, 
$155,000, as of December 31, 1927. 

Valuation No. 1104, Tuckaseegee & Southeastern Railway 
Co. Tentative valuation. Property owned and used $295,000; 
used but not owned, $732, as of December 31, 1928. 

Valuation No. 1100. The Marcellus and Otisco Co., Inc., 
tentative valuation. Value of property owned and used, $260,000 
as of December 31, 1927. 

Valuation No. 1105, Minarets & Western Railway Co. Ten- 
tative valuation. Property owned and used for common carrier 
purposes $3,060,000; used but not owned, $1,484, as of Decem 
ber 31, 1927. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Maryland.) Excluding question which 
was largely repetitious did not justify reversal or new trial. 
(White Transp. Co. vs. Michelin Tire Co., 161 Atl. Rep. 163.) 

In consignee’s action for misdelivery of tires, question 
whether tires recipient offered to return for those received 
were of equal quality held properly excluded, since irrelevant. 

Question was irrelevant, since consignee could not be re- 
quired to accept substituted goods for those which could not be 
returned, and no issue of the quality of possible substitutes 
could be raised, since, given a breach of the contract of car- 
riage, consignee was entitled to money compensation for any 
goods lost by misdelivery.—Ibid. 

Consignee held entitled to money compensation for goods 
lost by misdelivery through breach of carriage contract, not- 
withstanding recipient offered to return equivalent goods.—Ibid. 

Refusal to consider motion for new trial or supporting evi- 
dence could not be attacked as refusal to receive evidence 
movant was entitled to have considered in action upon motion 
before court. 

This was so, since the refusal was a refusal to receive and 
act on the motion, and, the motion not being received at all, the 
court did not come to the question of considering evidence 
offered in its support.—Ibid. 

Proper time for motion for new trial being between render- 
ing of verdict and entry of judgment, motion filed after judg- 
ment was too late.—Ibid. 

Defendant could not attack judgment on ground of newly 
discovered evidence that it awarded damages based on retail 
rather than wholesale values.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Hampshire.) As regards petition 
to revise tolls of railway’s bridge, receiver of railway has rights 
of railway (Laws 1901, c. 251; Laws 1913, c. 332). (Lorenz 
et al. vs. Stearns, 161 Atl. Rep. 205.) 


As regards petition to revise tolls of bridge mortgaged to 
railway bondholders, bondholders had rights of mortgagor rail- 
way (Laws 1901, c. 251; Laws 19138, c. 332).—Ibid. 


That legislative grant of corporate powers was made to 
existing corporation made it no less subject to legislative con- 
trol than original charter (Laws 1901, c. 251).—Ibid. 

Legislature’s surrender of right to regulate bridge tolls must 
be established beyond reasonable doubt.—Ibid. 

Generally, consequences of alternative interpretations are 
to be considered in ascertaining sense in which language is 
probably used.—Ibid. 

Statutory provision that company might demand and re- 
ceive “tolls according to the following schedule” held not legis- 
lative grant of perpetual right to charge schedule rates, with- 
out regard to future reasonableness (Laws 1901, c. 251; Laws 
19138, c. 332).—Ibid. 

That statute fixing bridge tolls provided that sewer and 
water rates should be reasonable held not to establish intention 
to remove bridge tolls from legislative regulation (Laws 1901, 
ec, 251).—Ibid. 

General law providing that state reserved power to alter 
charter of any corporation or modify its franchises applied to 
any grant of corporate power made in 1901 (Pub. Laws 1926, c. 
226, Sec. 12; Laws 1901, c. 251).—Ibid. 

Powers conferred by special acts are subject to general 
regulatory statutes, unless intent that they be exempted there- 
from appears.—Ibid. 

Act authorizing specified schedule of bridge tolls held mere 
regulation of tolls to be charged, and, if construable as grant 
of right, it was franchise, repealable under state’s reserved 
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power, not irrepealable contract (Laws 1901, c. 251; Pub. Laws 
1926, c. 226, Sec. 12).—Ibid. 

Public service commission has full control over public 
utilities rates, save in specifically excepted instances (Laws 
1911, c. 164; Pub. Laws 1926, cc. 236-242).—Ibid. 

Statute giving public service commission control over pub- 
lic utilities rates applies to bridge tolls (Pub. Laws 1926, cc. 
236-242).—Ibid. 

Legislature, by adequately expressing intention, can exer- 
cise reserved right to amend specific franchises by general 
legislation, whether grant is special or general (Pub. Laws 1926, 
c. 226, Sec. 12).—Ibid. 

That statute forbids public service commission to increase 
certain statutory rates held not to show legislative understand- 
ing that commission could not change rates theretofore fixed 
by Legislature (Laws 1911, c. 164, Sec. 11 (c), and (a) as 
amended by Laws 1913, c. 145, Sec. 10).—Ibid. 

Foreign corporation taking over toll-bridge under statutory 
permission in 1913, took it subject to 1911 act providing for 
public service commission’s regulation of tolls (Laws 1911, c. 
164; Laws 1913, c. 332).—Ibid. 





(Commission of Appeals of Texas, Section A). As regards 
statute of limitations, bill of lading is written contract. (Tex- 
arkana & Ft. S. Ry. Co. vs. Houston Gas & Fuel Co., 51 S. W. 
Rep. (2nd) 284.) 

Suit for overcharges for freight shipped on written bill of 
lading held suit for ‘debt” within four-year statute (Rev. St. 
1925, art. 5527, subd. 1).—Ibid. 

Rate making for common carriers is primarily legislative 
function.—Ibid. 

Rules and rate orders promulgated by railroad commission, 
in pursuance of delegated rate-making authority, have same 
force and effect as ordinary statute.—Ibid. 

Railroad commission is quasi judicial body with power to 
make rules and fix rates and to make reasonable investigation 
to promulgate rules and rates (Rev. St. 1925, art. 6448).—Ibid. 

Interstate rates are construed strictly against carrier.—Ibid. 

Rules and rates promulgated by state railroad commission 
are construed as ordinary statutes (Rev. St. 1925, art. 6448).— 
Ibid. 

In construing statutes, court must look to entire act, in- 
cluding caption, body, and emergency clause, to determine legis- 
lative intent.—Ibid. 

In interpreting and construing rules and rate orders of 
railroad commission, commission’s intent fairly expressed in 
rule or rate order governs.—Ibid. 

Where railroad commission has officially interpreted its 
own rules and rate orders, such interpretation should be con- 
sidered part thereof.—Ibid. 

Rate chargeable for intrastate shipment of petroleum coke 
held 9 cents per hundred pounds under tariff promulgated by 
railroad commission, since 7-cent rate fixed by railroad com- 
mission’s circular and amendment thereto applied only to water 
compelled rates.—Ibid. 


NORTHWESTERN OIL CASE 


The United States and the Interstate Commerce Commis- 
sion will appeal the decision of the Fedreal Court for the Dis- 
trict of Minnesota, third division, in equity No. 2444, Northern 
Pacific Railway Co. et al. vs. United States and Interstate Com- 
merce Commission, defendants; and Northwest Petroleum Asso- 
ciation and Farmers’ Union Cooperative Oil Co. et al., inter- 
veners. A three-judge court, in that case, enjoined an order 
which the Commission dated December 1, 1931, issued as a 
result of a rehearing had in January, 1930, in Nos. 17304, Inter- 
national Oil Co. et al. vs. A. & S. et al., upon a separate hearing 
had in March, 1929, in No. 21737, Decotah Oil Co. et al. vs. 
A. T. & S. F. The order established reduced rates on petroleum 
products. 

The injunction was issued upon the conclusion of Circuit 
Judge Sanborn and District Judges Cant and Nordbye, on the 
ground that since the closing of the record on January 15, 1930, 
the financial condition of the carriers had been seriously affected 
by changed economic conditions recognized both by the Com- 
mission and by the courts, especially in the Grain Case decision, 
284 U. S. 248. 

According to the court the serious question in this case was 
whether the petitioners, in view of the rule announced by the 
Supreme Court in the Grain Case, supra, were entitled to a 
rehearing because of changed economic conditions, and whether 
a denial of their application, therefore, was the equivalent of 
a denial of a fair hearing. In disposing of the question the 
court said: 


It seems to us that, in view of A., T. & S. F. Ry. Co. vs. 
United States Grain Case, supra, the Commission could not, in 
view of the application of the carriers, make the order of Decem- 
ber 1, 1931, reducing rates, effective without according them 
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opportunity for a hearing as to the effect of changed economic 
conditions upon the question of the proposed reduction of rates, 
and that what the Commission may have had in mind or what 
it may have said or done in other proceedings is of no conse- 
quence. The facts remain that the revenues of these carriers 
were being substantially reduced by the order of December lI, 
1931; that the record upon which the order was based was not 
representative of existing conditions; and that a proper petition 
for a rehearing, in the nature of a supplemental bill, had been 
filed before the rate order became effecitve, and that such peti- 
tion was filed with reference to these particular rates and to 
this particular proceeding, and did not refer to rates generally 
nor to other proceedings, 

Because of the Commission’s denial of the petition to reopen 
on the ground of changed conditions, we reach the conclusion 
that the order of December 1, 1931, cannot be sustained, and 
should be enjoined. 


INTERSTATE THEFT ACCUSATION 


The Department of Justice says that a record of a six-year 
search terminating successfully in the apprehension of a fugi- 
tive from justice, has been recorded in the Bureau of Investi- 
gation. The statement says that in 1925 and 1926 a gang of 
freight and express car robbers had taken thousands of dollars’ 
worth of merchandise from railroad trains running in and out 
of Pittsburgh, Pa. This matter was brought to the attention 
of agents of the Bureau of Investigation, who reported that as 
a result of six months’ investigation by the railroad officials it 
had been discovered that for two or three years prior to 1926 
many losses of entire shipments of merchandise had been sus- 
tained by the railroad company. Suspicion at the time was 
cast on Calvin C. Lanham, who had been employed by the rail- 
road company for a period of 11 years. Lanham was placed 
under arrest, together with his wife, when the property was 
found on the premises occupied by them, and the case was 
set down for trial in November, 1926. However, Lanham and 
his wife, who had been released on bonds aggregating $7,500, 
failed to appear and the bonds were forfeited. Since that time 
agents of the Bureau have made efforts to locate Lanham and 
his wife, and were finally successful in apprehending Lanham at 
Montreal, Canada, on July 16, last. He is now in the custody 
of a United States Marshal to be returned to Pittsburgh there 
to stand trial upon the charges contained in the indictment 
returned against him in November, 1926. 


PETITIONS FOR REHEARING, ETC. 


No, 23922 (and Sub. 1), Seimer Milling Co., et al. vs. Pennsylvania 
et al., and cases grouped therewith. Complainants asks Commission 
to grant a rehearing with regard to reparation. 

Finance No. 8770, Application of Minneapolis & Rainy River for 
certificate to abandon its line of railroad. Intervenors, Deer River 
Commercial Club, Big Fork Commercial Club and Grand Rapids Com- 
mercial Club ask rehearing. 

No. 19957, Northwestern Ohio Lime Manufacturers et al. vs. Penn- 
sylvania et al. and No. 16170, Sub 1, Washington Building Lime Co., 
et al. vs. A. & B. B. et al. Akron, Canton & Youngstown asks modi- 
fication of order insofar as effective date is concerned, permitting 
them to comply with order on less than statutory notice, effective 
August 16, 1932. 

No. 24438, Eggerss-O’Flyng Co. vs. C. & A. et al. Complainant 
asks reopening and reconsideration by Commission of decision entered 
herein by division 3. 

1. & S. 3130, Southwestern Rates (portions involving carload rates 
on window glass, rough rolled glass and polished wired glass), and 
cases grouped therewith. Southwestern Lines and Western Trunk 
Lines, defendants herein, by F. A. Leland and E. B. Boyd, ask that 
the effective date, October 7, 1932, now required by orders herein, be 
postponed for 90 days beyond such date. 

|. & S. 3130, Southwestern Rates (portions involving carload rates 
on window glass, rough rolled glass and polished wired glass), and 
cases grouped therewith. Southwestern lines, by F. A. Leland, ask 
postponement of effective date of orders herein insofar as they per- 
tain to rates prescribed therein by the Commission between South- 
western and Kansas-Missouri territory, on the one hand, and South- 
ern territory, on the other, including rates from Southwestern and 
Kansas-Missouri territories to Mississippi River crossings, Memphis 
and south, from October 7, 1932, to a date 60 days subsequent to the 
effective date of rates to be established pursuant to the orders which 
may be issued in I. & S. 3462 and 3483, involving rates between south- 
ern territory, and between southern and Official territories. 

1. & S. 3745, Granite and marble, New England to the west. Granite 
Manufacturers’ Association of Quincy, Mass., asks for immediate con- 
sideration and findings on the record as made without prejudice to 
any different findings as a result of the consideration of the records 
in I. & S. 3479 and/or dockets Nos. 23610, 23673, 23683, 24037 and other 
related cases. 

No. 24579, South Chicago Coal & Dock Co. vs. Belt Railway of 
Chicago, et al. Defendants, Belt Railway of Chicago, C. M. St. P. & P., 
C. & N. W., Chicago Short Line, E. J. & E., I. C., and Indiana Harbor 
Belt ask for extension of effective date of order entered herein on 
June 17, 1932, and modification of said order by authorizing and re- 
quiring them, to establish a rate on bituminous coal, in carload lots, 
on ex-lake traffic, from Chicago, Ill. (S. Chicago, Ill.), to Rockford, 
Ill., which shall not exceed $1.25 per ton of 2000 pounds, the present 
authorized emergency increase to be added to said $1.25 per ton 
requested. 

No. 14150, Corporation Commission of Oklahoma vs. A. & S. et al. 
Southwestern carriers, defendants herein, ask for modification of 
fourth section order No. 9133 of May 2, 1932. 

No. 14622, Board of Railroad Commissioners of state of South 
Dakota vs. C. & A. et al. Chamber of Commerce, Aberdeen, S. D. 
(formerly Commerce Association) interveners, ask the Commission 
to reject or refuse to receive the so-called ‘‘petition’’ filed under 
date of July 29, 1932, by Traffic Bureau, Sioux Falls Chamber of 
Commerce, which petition offers to support petition filed on behalf 
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of certain defendant carriers for modification of order of Commis. 
sion in lake cargo coal cases, Docket 14622, 89 I. C. C. 170. 

No. 22868, Ohio-Kentucky Associated Industries et al. vs. A. @ 
W. et al. Complainants ask reconsideration and/or reopening. 

No. 25368, Truscon Steel Co. vs. Erie et al. New York Centra} 
and West Shore (N. Y. C. lessee), defendants herein, ask dismissa] of 
the complaint in so far as they are concerned. 

No. 23424, E. H. Milton & Sons et al. vs. A. & S. et al., and cages 
grouped therewith. The defendants, in a second supplemental peti- 
tion, ask for reopening and consideration of these proceedings by 
the entire Commission, or, in the alternative, for reopening ang 
oral argument before the entire Commission, to the end that the 
Commission find the rates assailed not unreasonable in the past and 
deny reparation. 

No. 23298, Miller Manufacturing Co. vs. A. C. et al. Complainant 
and intervener, Richmond (Va.) Chamber of Commerce asks that 
the Commission clarify its report herein. 

No. 25389, Cash Economy Wholesale Grocery Co. et al. vs. A, ¢. 
L. et al, Defendants ask dismissal of certain allegations of com. 
plaint without a hearing on the merits. 


CONTINUED SERVICE ORDERED 


Treating the situation as an emergency, the Commission, 
by division 6, by means of Service Order No. 52, has ordered 
continued use by the receivers of the Gainesville and North- 
western of the track of the Gainesville Midland between New 
Holland and Gainesville, Ga. and of the terminals of the 
Gainesville Midland, at Gainesville, on the basis of the payment, 
weekly in advance, of compensation at the rate mentioned in 
a contract between the two railroads. According to the re. 
ceivers of the Gainesville Midland, the Gainesville & North- 
western is now in default to the extent of $1,800 and has been 
in default since April 1. 

Receivers of the Gainesville Midland notified the receivers 
of the Gainesville & Northwestern that the arrangement would 
terminate on August 5 unless the defaulted payments were 
made. The latter brought the matter to the attention of the 
Commission, the order requiring continuance of service being 
the result. The Commission did not undertake to adjudicate 
the amount of compensation due the receivers of the Gaines- 
ville Midland but made the arrangement before mentioned for 
continuance of service, although in 175 I. C. C. 647 it had avu- 
thorized the abandonment of the entire line of the Gainesville 
& Northwestern from Helen to New Holland Junction, Ga., and 
operation under trackage rights over the Gainesville Midland 
between New Holland Junction and Gainesville, a distance of 
two miles. Notwithstanding that order, the Commission said, 
the receivers of the Gainesville & Northwestern had continued 
operation of regular mail and express service and intermittent 
freight service with the hope of changing conditions that might 
warrant continuation of service. 

The Commission intervened on the petition of Gainesville 
& Northwestern receivers, their representation being that there 
was a controversy between themselves and the receivers of the 
Gainesville Midland. The question of overdue compensation is 
to be settled hereafter. 


HOCH-SMITH GRAIN 


Testimony at Seattle, Wash., in the hearing held by Exam- 
iners Mackley and Hall in No. 17000, part 7, Hoch-Smith grain, 
covered the whole subject, economic conditions and rate situa- 
tions. It was unlike the earlier hearings at Chicago and Kansas 
City. They were generally confined to economic conditions. The 
Seattle hearing was held jointly with the Washington commis- 
sion. On account of the large part played by the Oregon rates, 
which differ from the interstate rates, a representative of the 
Oregon commission took a considerable part in it. 

One of the prominent phases was the conflict brought about 
by the fact that were state and interstate routes from Oregon 
origin points to Portland, Ore., as well as interstate export 
rates, a large part of the wheat moving to that port being 
exported. The competition between the Puget Sound ports on 
the one hand and Portland was also in the picture. 

Railroads in Washington, Oregon, Idaho and Montana car- 
ried the burden for the carriers, Mr. Hagman, their attorney, 
proposing that the Commission make a 20 per cent advance over 
the rates prescribed by it on the record closed in September, 
1928. That increase, he said, should be in the interior scales 
and in the point-to-point or key point rates. Such an addition 
to the rates that were set aside on August 1, 1931, when the 
old rates were restored on account of the decision of the Su- 
preme Court, he said, would cause a reduction in some of the 
present rates restored a year ago. 

Rate and economic testimony given by S. J. Henry of the 
North Pacific Coast Freight Bureau, F. A. Cleveland, general 
freight agent of the Northern Pacific, H. E. Lounsbury, J. C. M. 
Dodds and C. W. Méador, was interrupted to enable R. W. Rit- 
ner, a director of North Pacific Grain Growers, Inc., an organl- 
zation of men who grow wheat largely for export, to give testi- 
mony for shippers. A. B. Enoch, attorney for the railroads, 
objected to the sort of testimony offered by the witness but 
the examiners overruled him. 
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“The grain farmers of this area are demanding a new deal 
in transportation,” said Mr. Ritner. “They are tired of having 
the deficits from passenger departments and from non-profitable 
freight service charged to their wheat. This practice is unjust 
and deplorable. The railroad representatives advocating this 
unsound practice or theory of transportation do not understand 
problems that confront the wheat growers in this area where 
we are largely growing export wheat. The time has come when 
freight rates on wheat should be based on the cost of transpor- 
tation of wheat itself and not something else.” 

The witness said the present rate on wheat from Pendleton 
to Portland, Ore., 200 miles, should be reduced from 11 cents 
a bushel to 7 cents. He said he objected to a rate of 7 cents 
on wheat from Buffalo to New York for a 400 mile haul while 
Pendleton, half the distance, was paying 11 cents. He also 
referred to the low rates in Canada as helping create a situa- 
tion which he said the wheat grower, trying to enter the world 
market, could not stand in his condition of exhausted resources 


and credit. 


EXCESS INCOME REPORTS 


The Commission, by division 1, in Finance No. 3946, Texas 
Mexican Railway Co., excess income, has tentatively determined 
that the carrier had recapturable excess net railway operating 
income of $149,811.41 in 1924, 1925, and 1926. The recapturable 
amount in 1924 was $17,549.84; 1925, $14,323.58; and 1926, $117,- 
937.99, based on values for rate-making purposes of $3,910,000 
in 1924; $4,090,000 in 1925; and $4,370,000 in 1926. The Com- 
mission said that in 1920 the carrier paid salaries to certain 
general officers aggregating $29,000. In 1923 the first recap- 
ture year considered the total salary payments amounted to 
$35,599.76, which, the report said, were somewhat higher in 
subsequent years. In the absence of information justifying the 
increases in salaries over the amounts paid in 1920, the report 
said they were tentatively found to be disproportionate and 
unreasonable, and the net railway operating income was in- 
creased by $6,599.76 in 1923; $10,307.87 in 1924; $11,599.60 in 
1925; and by the same amount in 1926. 

The Commission, by division 1, in Finance No. 3815, Louis- 
ville, Henderson & St. Louis Railway Co., excess income, has 
tentatively determined that the carrier had recapturable excess 
railway operating income of $414,493.58, of which $93,894.12 ac- 
crued in 1922; $123,820.61 in 1923; $96,178.93 in 1925; $18,568.63 
in 1926; and $82,031.29 in 1927, based upon values for rate 
making purposes ranging from $7,870,000 in 1922 to $9,895,000 
in 1927. The Commission said that in 1920 certain general 
officers received salaries aggregating $35,933.35, and that the 
compensation paid them was increased until it reached a max- 
imum of $51,450 in 1927. In the absence of information justi- 
fying these increases in compensation, the report said, the Com- 
mission tentatively found them disproportionate and unreason- 
able. Accordingly the operating expenses were reduced and 
the net railway operating income increased by the following 
amounts: $5,463.29 in 1922; $10,496.61 in 1923; $12,616.61 in 
1924; $13,241.63 in 1925; $14,416.65 in 1926; and $15,516.65 in 
1927. 


The Commission, by division 1, in Finance No. 3674, Chicago 
River & Indiana System, excess income, has tentatively deter- 
mined that the carrier had recapturable excess net railway 
operating income of $96,928.53 in that part of 1922 between 
January 1 and May 18, based on a value for rate making pur- 
poses of $43,700,000. The New York Central acquired control 
of the carrier system in May, 1922, through purchase of its 
entire outstanding capital stock, hence this recapture proceed- 
ing covers only the last four months of 1920, the whole of 1921, 
and the part of 1922 already mentioned. 


HOCH-SMITH LIVESTOCK 


Attorneys for railroads operating wholly or partly in moun- 
tain-Pacific territory in No. 17000, part 9, Hoch-Smith livestock, 
western district rates, assert that the rates prescribed by the 
Commission in that case product enormous and unjustifiable 
losses in their net revenues which they are in no position to 
stand. They ask that the Commission’s order of June 8, 1931, 
be vacated and that in lieu thereof the Commission find that the 
January 24, 1932, rates in the aggregate have not been shown to 
have been unreasonably high. In the alternative they ask that 
the Commission make at least a material upward revision in its 
scale in mountain-Pacific territory to give effect to the 30 per 
cent higher cost in that territory. 

The brief of these carrier attorneys declares that the report 
Showed plainly that in reaching its decision as to the level of 
the rates from, to and between the points in mountain-Pacific 
territory, the Commission labored under the misapprehension 
that the whole rate level would be “left substantially as it was 
found” (176 I. C. C. 162), whereas drastic reductions are ordered 
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in the rates, many of which have been previously prescribed 
or approved as reasonable, greatly reducing the rates as a whole. 
They said a three months’ point-to-point test conducted between 
January 25 and April 25, 1932, showed a net loss of $452,433.59 
in that period. 


SIXTH SECTION ACTIVITY 


The Trafic World Washington Bureau 


Additional arguments in behalf of his sixth section appli- 
cation No. 6034, permitting the railroads to make changes in 
rates enabling them to meet air, truck and water competition 
on the shortest possible notice, have been filed by F. L. Speiden, 
Atlanta, Ga., the moving tariff agent. In what he calls amend- 
ment No. 1 to his sixth section application, Mr. Speiden makes 
an argument in behalf of what he has proposed, intended to 
meet objections by Commission men. 

Petitioners, Mr. Speiden declares, have carefully considered 
the Commission’s report and order in No. 24297, as reported in 
176 I. C. C. 217, which was cited to him for consideration in 
connection with his application. Mr. Speiden says that while 
that case presents certain transportation characteristics similar 
to the instant case there are many important points of differ- 
ence. Continuing, Mr. Speiden says: 


_ Trucks, as your Honorable Commission knows, make frequent 
trips—daily trips, and tenders are frequently made on a few hours’ 
notice, in the full confidence that regulated carriers will not be able 
to meet these tenders even on short notice, except after the interim 
incident to handling, (1) with the railroad, (2) with the Commission 
and (3) with printers. The first and third of these dealing can now 
often be concluded within 24 hours, but the act of sending attested 
applications to Washington if each application proceeds in its regular 
order through the Commission’s office would require a period of 10 to 
20 days before the rate will be available to the shipping public. Ship- 
pers ordinarily prefer the rail route all things else being equal, or 
nearly equal. 

After the 20 days shall have expired the unregulated carriers 
can make another reduction over-night resting in the knowledge 
that he will have a clear field for another 10 to 30 days. If, how- 
ever, the truckster knew the railroad would be in position to meet 
his rate on one day’s notice, under a continuing authority from the 
Interstate Commerce Commission, it is quite logical to conceive that 
the competitive rate structure between highway and rail would soon 
be stabilized. It is obvious the rail carriers’ handicaps in this respect 
are responsible in large measure for the evil of midnight rate cutting 
by trucks. 

The Hepburn act, June 29, 1906, amended the third paragraph 
of section 6 to provide that the Commission ‘‘might in its discretion 
and for good cause shown, allow changes—or by a general order ap- 
plicable to special or particular circumstances or conditions.” From 
the time of the first enactment in 1887, the progressive increase in 
notice required, while for the purpose of producing a “greater steadi- 
ness of rates,’’ it is respectfully submitted, has actually produced 
the opposite result since the advent of the competitive truck on the 
smooth surfaced highway which parallels the rails of the regulated 
carrier. The evils of the ‘“‘midnight schedule’ were small in com- 
parison with the pernicious and injurious trail of the midnight truck 
which gives no notice and files no schedule. 

Your Honorable Commission states, 176, I. C. C. 220 “one of the 
great purposes of the original act to regulate commerce, whilst seek- 
ing to prevent unjust and unreasonable rates, was to secure equality 
of rates as to all and to destroy favoritism.’’ Your petitioners pray 
“to secure equality of rates as to all and to destroy favoritism.” 


The Commission’ stated in 22 I. C. C. 283, 285, “the Commission 
seeks to limit the exercise of this discretionary power (to establish 
rates on less than statutory notice) to cases where actual emergency 
and real merit are shown.” The situation in which the applicants 
find themselves, possesses features of real pressing emergency brought 
about by the cumulative development of highways and motor vehicles 
during the recent past. 

Your petitioners represent that the degree of stability in rates 
which the act intended to secure would be restored in great measure. 


Inquiries have come to the Commission indicating the filing 
of objections to grant of the authority desired by Mr. Speiden. 
Also the Commission has received objections to the granting 
of authority. The National Industrial Traffic League, by wire, 
has inquired as to how much time shippers may have to urge 
modification of the Speiden application. Executive Secretary 
J. H. Beek said that some of the League’s members were clearly 
of the opinion that the application provided opportunities for 
discriminations and other abuses. 

Answering that inquiry, George M. Crosland, Chief of the 
Section of Tariffs, said that action on the application was being 
withheld at the request of Mr. Speiden, in order that he might 
further supplement it. The additional matter referred to by 
Mr. Crosland is that which has been mentioned hereinbefore. 

Mr. Crosland said that in the meantime the Commission 
had received a number of communications urging upon the 
Commission the denial of the application. In no case, said he, 
would he present the application to division 2 for action thereon 
until those opposing it had at least had full opportunity to pre- 
sent their opposition in writing. 

“We are handling a great many applications for short notice 
for the purpose of meeting motor truck competition,” said Mr. 
Crosland to Mr. Beek. “It is rarely ever that we do so on 
less notice than ten days except where it is shown that a very 
grave emergency exists, which would authorize a shorter notice 
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than the ten days. This policy has been found necessary because 
of requests for suspension of schedules filed on a ten-day notice.” 

The Tosco Steamship Line, Inc., has entered a formal pro- 
test against grant of the authority sought by Mr. Speiden. It 
said it was prepared to show that under its present rates, 80 
per cent of the rail rates, it was not able to attract to itself any 
considerable amount of traffic. In fact, the line said, it was 
finding it difficult at the present time to meet its operating 
expenses, including overhead. 

The Lehigh Portland Cement Company also said it desired 
to go on record as opposing the petition, first because there was 
no necessity for any such haste, and second it would set aside 
the one safeguard now protecting the cement manufacturers from 
what, E. S. Gubernator said, he construed as the equivalent of 
a midnight tariff. With respect to cement in particular, Mr. 
Gubernator said the circumstances which might require a re- 
duced rate to meet truck competition was as well known to 
the carriers thirty or sixty days in advance as they were on 
the eve of actual shipment. The opportunity for favoritism and 
discrimination under such a practice were such, said Mr. Guber- 
nator, that from a practical standpoint the railroads could dic- 
tate the point at which the cement should originate. He asked 
that in the event authority was granted cement rates be excepted. 

The Republic Steel Company, through H. D. Rhodehouse, 
said there were of course some instances where very short notice 
was necessary but that generally speaking there was no neces- 
sity for such prompt action as the majority of carriers would lead 
shippers to believe. He said he would like to present views on 
the subject when the opportunity was presented. 

“For reasons too obvious to mention we ask that this (au- 
thority) be denied,” said P. G. Safford, assistant to the president 
of the Mississippi Valley Barge Line Co. 

For the Union Barge Line Corporation, Pittsburgh, Pa., 
Charles Donley said, ‘We are definitely opposed to any appli- 
cation of this kind being granted and the grounds for our 
opposition are obvious.” 

W. P. Levis, vice president and freight traffic manager of 
the Clyde-Mallory Line, said he desired to register the objec- 
tion of the Clyde-Mallory Line to these petitions (Speiden, 
Johanson and Jones), being granted in so far as water compe- 
tion was concerned unless such petitions were modified in re- 
spect to water competition to restrict such petition, if granted, 
to apply only to water competition on inland waterways. 

Opposition similar to that expressed by the Lehigh Port- 
land Cement Co. was voiced in a letter written on behalf of 
the Hercules Cement Corporation by C. R. MacCarey, its traffic 
manager. 


Opposition was also expressed by the Mississippi Valley 
Association because, among other things, authority should not 
be granted by the Commission to the rail carriers making re- 
duced rates on one day’s notice, without first presenting suffi- 
cient and competent evidence showing that such rates were 
reasonable, and without first giving notice and opportunity to 
competing carriers and other interested carriers to present evi- 
dence as to the reasonableness of the rates. 

Opposition was also expressed by the Coplay Cement Manu- 
facturing Co., which asked to have cement eliminated from the 
application. 

The American Barge Line Co., in opposing grant of author- 
ity, said it felt that the grant of the request would result in 
nullification of the sixth section and would deprive the public 
of its rights under this act. The company requested that the 
application be denied and that if a hearing was to be held that 
interested shippers and carriers be allowed to present their 
views. 


S. P.-St. L. S. W. TERMINAL PRACTICES 


The Commission has called on the Southern Pacific and 
the St. Louis Southwestern to inform it by August 15 whether 
they would quit their practices, through the instrumentality of 
a subsidiary corporation, of free unloading and split deliveries 
of pool cars and contemplated split delivery of carload freight 
other than pool car freight. The Commission is of the opinion 
that these practices are in violation of Rules 23 and 27 of the 
Consolidated Classification and violations of sections 2 and 3 
and paragraphs 1 and 7 of section 6 of the interstate commerce 
act and section 1 of the Elkins act. 

In a letter written to those companies on August 5, the 
Commission acted upon the assumption that if it adhered to its 
opinion that the practices were unlawful the two carriers would 
discontinue them. The question of the legality of the practices 
had been before the Commission for a considerable period. 
Early in July Commissioner Lee, acting for the Commission, 
asked for an explanation of the practices and requested an 
answer not later than July 25. The carriers, in answer to that 
letter, contended that the practices were lawful. However, in 
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the verbal discussion of the matter the Commission men hap. 
dling it obtained the impression that the carriers would quit 
the practices in question if the Commission advised them that 
in its opinion what they were doing was unlawful. The letter 
of August 5 requiring an answer not later than August 15 was 
the result of the July letter. 

In the July letter Commissioner Lee told the carriers that 
the information now before the Commission as a result of q 
field investigation by the Commission’s Bureau of Inquiry dis. 
closed that the Texas & New Orleans (a Southern Pacific line) 
and the St. Louis Southwestern, each, through the instry. 
mentality of a subsidiary corporation were engaging in the 
practice of free unloading and split deliveries of pool cars and 
contemplated effecting split delivery of carload freight other 
than pool car freight, as well as acting as agents for shippers 
in forwarding less-than-carload shipments from the break-up 
point to destinations beyond. Commissioner Lee said that it 
also appeared that the railroads, by the same means, were fur. 
nishing storage on their premises at less than the published 
rates. Commissioner Lee told the carriers that the Commission 
had the matter under consideration with the view of referring 
the facts to the Department of Justice. Before reaching a final 
conclusion, however, said Commissioner Lee, opportunity would 
be given them to justify the practices if they so desired. 

The carriers responded to that letter with an argument 
and citation of decisions which, in their opinion, justified what 
they were doing or proposing to do. The Commission, however, 
as hereinbefore set forth, adhered to its conclusion that the 
practices were in contravention of the Consolidated Classifica- 
tion and of the interstate commerce and Elkins acts. 

The Commission has thought of dealing with the matter 
by means of an injunction forbidding the Southern Pacific and 
the Cotton Belt to continue their practices. Prior to the letter 
written by Commissioner Lee there was suggestion of criminal 
action, but that idea was not carried out. 

The Commission’s investigation of the practices of the car- 
riers mentioned was the result of complaints to it by ware- 
house interests, which have been questioning the practices of 
railroads at their terminals in New York, Philadelphia, Balti- 
more and other cities. 


SUSPENDED TARIFFS 


In I. and S. No. 3786, the Commission has suspended from 
August 11 until March 11, schedules in supplement No. 18 to 
Chicago, Indianapolis & Louisville I. C. C. No. 4456, and sup- 
plement No. 22 to Chicago, Milwaukee, St. Paul & Pacific I. C. 
C. No. B-6117. The suspended schedules propose to cancel 
commodity rates on carved, lettered, polished or traced stone, 
in carloads, from the Bedford-Bloomington, Ind., district to St. 
Louis, Mo., East St. Louis, Ill, and related points. The fol- 
lowing is illustrative, rates being in cents 100 pounds: 


From Bedford, Ind., to St. Louis, Mo., present 17%, proposed 27 
(fifth class rate). 


In I, and S. No. 3785, the Commission has suspended from 
August 6 until March 6, schedules in Central of New Jersey 
I. C. C. No. 4287 and supplements Nos. 88 and 89 to the Penn- 
sylvania, I. C. C. 284. The suspended schedules propose to 
reduce the rate on potatoes, in carloads, from 15% cents to 8 
cents per 100 pounds on shipments from Freehold, Cranberry, 
Hightstown, Robinsville and other points in New Jersey in the 
same vicinity to New York City to meet purported motor truck 
competition. Among the allegations in the requests for the 
suspension of these schedules was one that the rate would be 
disastrous to shippers from Long Island points who claimed 
that potatoes could not be trucked from Freehold for as little 
as eight cents without substantial losses. 


LOANS TO RAILROADS 


The St. Louis Southwestern Railway Co., in a supplemental 
application in Finance No. 9149, has asked for a loan of $1,704,982 
from the Reconstruction Finance Corporation. That sum is 
the unappropriated. balance of a loan of $18,000,000 heretofore 
approved by the Commission and granted by the Reconstruc- 
tion Finance Corporation. The loan of $18,000,000 was made 
on the condition, among others, that the Railroad Finance Cor- 
poration should take out of it $750,000 to cover certain interest 
payments. The Cotton Belt has also repaid $40,000 by paying 
it over to the Railroad Finance Corporation. The net effect of 
the operations is that the Cotton Belt owes the Reconstruction 
Finance Corporation $16,210,000 or $1,790,000 less than the 
$18,000,000 authorized to be borrowed. 

This supplemental application has been filed because the 
radical decline in its earnings below previous forecasts has 
made it impossible for the Cotton Belt to execute the plans it 
had made for financing itself. It, therefore, has had to change 
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its plans so as to prevent default upon funded debts, taxes and 
other prior indebtedness. It deferred payment on vouchers for 
materials and now it is threatened with suits or the applica- 
tion of material-man’s liens. In addition it is being pressed by 
principal and interest maturities on its equipment obligations. 
To prevent default on them it has asked that the remainder of 
the $18,000,000 loan be made available to it secured by the 
collateral heretofore specified. 

The Commission, by division 4, in Finance No. 9379, Cairo, 
Truman & Southern Railroad Co., reconstruction loan, has de- 
nied a loan of $75,000 to the applicant on its conclusion that 
the prospective earning power of the applicant and the security 
offered are not sufficient to afford reasonable assurance of the 
repayment of the loan. The Commission said that due to the 
fact that the applicant was almost wholly dependent upon traffic 
furnished by the Tschudy Lumber Co., the proprietary interest, 
which latter concern had ceased to operate its mill, it was 
opinion that the temporary relief now sought would not result 
in overcoming prevailing economic conditions affecting the ap- 
plicant and its proprietary interest. One of the purposes for 
which the railroad company sought the loan was to pay $35,000 
to the lumber company in partial discharge of its indebted- 
ness of $88,957 to the lumber company. 

The Commission, by division 4, in Finance No. 9426, Nel- 
sonville-Athens Electric Railway Co., reconstruction loan, has 
denied approval of a loan of $115,000 to the applicant, on ac- 
count of uncertainty of the applicant to repay the loan. The 
applicant is a standard gauge electric line extending from Nel- 
sonville to Athens, O. The applicant offered as security a first 
mortgage on all its property. The operating ratio, the Com- 
mission said, of this carrier had increased from 107.99 in 1926 
to 142.12 in 1931. 

The Commission, by division 4, in Finance No. 9498, Ashley, 
Drew & Northern Railway Co., reconstruction loan, has approved 
a loan not to exceed $400,000 to be used in part liquidation of 
$648,381.34 owned by the applicant to the Crossett Lumber Co., 
on open account. As security the applicant is to pledge $600,000 
of bonds to be issued under a new closed mortgage constituting 
a paramount first lien upon all of the fixed assets and equipment 
of the railroad company. In addition the loan is to be further 
secured by the unrestricted endorsement and guaranty of the 
Crossett Lumber Co. A further provision is that the railway 
and lumber companies agree with the Reconstruction Finance 
Corporation that the remainder of open account indebtedness 
by the railway company to the lumber company shall, during 
the life of the loan, be carried unsecured and without interest. 
The lumber company, under the terms of the approval, is to 
surrender to the railway company for retirement and release 
of the underlying mortgage the $600,000 of first mortgage 6 per 
cent bonds, which have been held matured and unpaid since 
September 1, 1921. 


The Commission, by division 4, in Finance No. 9376, Okla- 
homa & Rich Mountain Railroad Co., reconstruction loan, upon 
reconsideration of the application of the Oklahoma & Rich 
Mountain for a loan of $33,296.72 from the Reconstruction 
Finance Corporation, has affirmed the previous decision deny- 
ing approval of the loan. Previous report 184 I. C. C. 493. The 
denial, which has been affirmed, was upon the ground that the 
security offered and the prospective earnings of the carrier were 
not such as to afford. reasonable assurance of the applicant’s 
abilty to repay the loan. 


The Commission, by division 4, in Finance No. 9336, Mis- 
souri Southern Railroad Co., reconstruction loan, has approved 
a loan of $99,200 to the applicant to pay bank loans, principal 
and interest on a note due the Missouri Pacific and to cover 
past-due vouchers for repairs, materials and supplies. As 
security the applicant is to pledge $125,000 first mortgage bonds, 
to be drawn in such form as Will be satisfactory to the Recon- 
struction Finance Corporation. A condition of the loan is that 
the applicant shall agree with the Reconstruction Finance Cor- 
poration that during the life of the loan it will not charge to 
operating expenses in excess of $10,000 per annum as compen- 
sation of its officers and employes classified in its annual report 
to the Commission as executives, officials, staff assistants, pro- 
fessional, clerical and general. This condition is similar to that 
which the Commission attached to a loan approved for the 
Stockton, Terminal & Eastern Railroad. 


The Missouri Pacific, in a supplement to Finance No. 9146, 
has asked the Commission to approve a loan of $3,000,000 from 
the Reconstruction Finance Corporation to enable it to meet 
September 1 charges on its bonds and outstanding notes. Inter- 
est falling due on that day amounts to $3,521,495, but the carrier 
has on hand $500,000 which it is able to devote to that purpose. 
The security offered consists of 150,000 shares of the common 
stock of the Denver & Rio Grande Western, which the applicant 
Said had cost it $10,293,524. 

The Southern Railway Co. has applied to the Commission 
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for approval for a loan of $9,250,000 to enable it to pay interest 
on its funded debt, interest on equipment obligation, install- 
ment on principal of equipment obligations and rent for leased 
roads. It has offered its development and general mortgage 4 
per cent bonds as security for the loan. 

The Mt. Hood Railroad Co. has asked approval for a loan 
of $150,000 to pay delinquent taxes, purchase new equipment, 
pay delinquent interest on bonded indebtedness and to pay the 
claim of the Commission in a recapture suit now pending. As 
security it has offered $300,000 of its outstanding bond issue 
endorsed by the Oregon Lumber Co. 

The Sumpter Valley Railway Co. has asked approval for a 
loan of $200,000 to enable it to pay interest charges and meet 
sinking fund requirements, to make repairs to rolling stock, 
equipment, track and right of way, and to make payment upon 
an indebtedness originally due to the Oregon Lumber Co. As 
security it offers indorsement of the David Eccles Co. and the 
Oregon Lumber Co. 


DOTSERO CUT-OFF PLAN 


The City and County of Denver, in an answer filed in No. 
4555, Application of the Denver & Salt Lake Western Railroad 
Co. for a certificate permitting it to construct and operate the 
Dotsero cut-off and Finance No. 8070, application of Denver & 
Rio Grande Western Railway Co. authorizing the acquisition of 
control of the Denver & Salt Lake by purchase of capital stock, 
have accepted the plan made by the parties in the cases men- 
tioned for the construction and operation of the cut-off. The 
answer says that the plan makes possible the prompt construc- 
tion of the cut-off. Therefore, the city and county have officially 
expressed their approval and endorsement of the plan. They 
urge, if possible, that action looking to construction be taken 
before September 15. 

The Moffat Tunnel Improvement District and the Moffat 
Tunnel Commission have approved the plan submitted to the 
Commission under which the Denver & Rio Grande Western 
will construct and operate that cut-off. The plan of the Denver 
& Rio Grande Western calls for a modification of the stock 
purchase condition incorporated by the Commission in its de- 
cision on that carrier’s application for permission to acquire 
control of the Denver & Salt Lake. 

Approval of the plan, the two organizations said, “will tre- 
mendously stimulate and encourage public spirit and morale.” 
They pointed out that the plan as now before the Commission 
represented years of effort in which a great controversy raged, 
which now seemed in a fair way of settlement. 


RAILROADS AND HOOVER PLAN 
The Trafic World New York Bureau 


Following the meetings of the Association of Railway 
Executives and the advisory committee of the association 
August 10, the following statement was authorized by R. H. 
Aishton, chairman of the executive committee of the associa- 
tion: 


The advisory committee of the Association of Railway Executives 
met at the Biltmore today and discussed the proposition which had 
been made that, as a means of increasing employment during the 
fall and winter months, the railroads of the country consider bor- 
rowing from the Reconstruction Finance Corporation money for the 
purpose of repairing equipment needing repairs, and, perhaps, for 
the purchase of new equipment. Several interviews had been held 
by individual railroad executives with officials in Washington on this 
subject and tentative propositions had been made under which it 
might be possible for the railroad to act in this respect. 

The advisory committee, after full consideration, realizing that 
the problem was one for decision by each road, but that the critical 
conditions of unemployment were such that grave consideration 
should be given to the matter, referred the matter to the meeting 
of member roads held in the afternoon, without recommendation, 
but with a statement that it was so referred in order that each 
road might give it full consideration in view of all the circumstances 
and conditions, in order to determine whether or not such individual 
road could make use of funds which might be available through 
the Reconstruction Finance Corporation. No official or collective 
action was taken at the meeting. The matter is left for the con- 
sideration of each member road. 


Daniel Willard, president of the Baltimore and Ohio, pre- 
sented the details of the government’s proposal for having the 
railroads borrow from the Reconstruction Finance Corporation 
funds for promoting repair of equipment and maintenance of way 
repairs. This was not made public. 

Neither President Hoover nor the Reconstruction Finance 
Corporation have added anything to the sum total of public 
information as to the President’s plan for bringing about larger 
expenditures by the railroads to improve the employment sit- 
uation this fall and winter. The only definite information was 
to the effect that it was the President’s thought that the rail- 
roads should increase their expenditures, in the manner indi- 
cated, with funds obtained from the Reconstruction Finance 
Corporation. It was estimated that that corporation would be 
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SHIPPERS & DISTRIBUTOR 


“Mone Effici 


With the trend continuing toward lower commodity prices, 
savings realized from more efficient transportation service 
can be made to contribute materially to lessen sales resist- 
ance. Manufacturers who are serving the great centers of 
population will find it to their advantage to utilize these 
facilities. 





an 


at Buffalo, N. Y. 


Modern warehouses, located in the very heart of the 
wholesale and retail districts, are served by all railroads 
entering the city, Great Lakes steamers and New York 
Barge Canal lines. Suburban auto trucking companies 
maintain offices within the warehouse. Special attention 
is given to pool-car distribution. We offer every service 
that your own branch could furnish other than selling 
the merchandise. 


Keystone WareHouse Company 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 

















at Norfolk. Va. 


At this great terminal property there is every modern 
device for the rapid and economical handling of cargoes 
There are three piers, each 1300 feet long, and four ope 
bulkhead berths. Eight warehouses provide 2,200,000 
square feet of floor space. They are served by depressed 
tracks and concrete drives. The receiving, delivering and Bet c 
classification yards have a capacity of 4000 cars. The 

property is served by Norfolk’s eight trunk-line railroads 





NorroLtk TipEWATER TERMINALS 
James A. Moore, Manager 
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at New York 


Here manufacturers are offered every possible service 
that their own factory branch could furnish other than 
selling the merchandise. “Store Door” delivery service 
provides economical, efficient distribution. Carload ship- 
ments to and from terminal are handled without loading 
or unloading charges to the shipper. Double-decked 
terminal 1300 feet long by 150 feet wide located within 
: the free lighterage limits affords unequaled facilities for 
the movement of inbound and outbound steamship freight. 
Storage, handling and insurance rates are the very min- 
imum. 















ATLANTIC TIDEWATER TERMINALS 
George W. Green, Vice President and General Manager 
17 State Street 


MO RENDER 


Centralized management insures a highly efficient, uni- 
form service to vessels and cargo interests alike through- 
out the entire chain. Waterside storage and direct transfer 
ship to rail eliminates one or more handlings. Ultra- 
modern machinery provides the safe movement of all 
classes of merchandise with the utmost safety and dispatch. 
Fireproof buildings with complete sprinkler system enable 
our patrons to enjoy the lowest possible insurance rates. 





ig i ee 
at Philadelphia 


ere fifteen large ocean cargo carriers can be worked 
multaneously. Waterside storage. Rail service via P. 
pen BR. R. B. & O. and Reading Co. from and to all points. 
000 MS-acre yard devoted to the storage and distribution of 
~ hmber, New concrete and steel shed 3,000,000 board fet. , 

_ et capacity for the storage of kiln-dried and finished on — 
The #imber. Every facility for the loading and unloading of 


ads. Mihe railroad cars and motor trucks under cover. at P hiladelphia 


PHILADELPHIA TIDEWATER TERMINAL . 

torge M. Richardson, Gen. Mgr. & Treas., 10 Chestnut St. Eleven mammoth warehouses, conveniently located 
throughout the city, provide over 2,100,000 square feet of 
excellent storage space. Each property is served by one 
or more railroads—P. R. R., B. & O., Reading Co. and 
Phila. Belt Line R. R. We are the largest operators of 
warehouses in Philadelphia and are equipped to furnish 
all kinds of service incident to the handling of package 
freight on L. C. L. shipments. Liberal cash advances on 
stored goods. Low insurance rates. 


} 
A R E ne) IS F S — > ALB iu MercHants WAREHOUSE COMPANY 
c - Q Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
O treasure Z At Cuicaco 


N ‘Burcesurer FE} = Richard D. Jones, Western Traffic Manager 
lA. 1646 Transportation Building 
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in position to lend at least $300,000,000 if the railroad execu- 
tives could find their way clear to increasing their disburse- 
ments. 

Tentatively, it was understood, the Reconstruction Finance 
Corporation had agreed that it would lend money to the rail- 
roads at 5 per cent and defer the beginning of interest pay- 
ments on money used for the repair of equipment until the 
equipment repaired by the use of government funds had been 
put to use. There was no understanding as to how interest 
was to be deferred, if at all, on money provided for increased 
expenditures on maintenance of way and structures. Way and 
structures are in constant use so that, if any plan for deferring 
interest were worked out, it was suggested, it would have to 
be based on an arbitrary time period—as for instance, six 
months, twelve months, or eighteen months. 


Reluctance among railroad executives to consent to a 
program of borrowing money was attributable to the fact that, 
in accountancy, money used for maintenance and repair is 
charged to operating expenses, while, generally speaking, in- 
terest charges are chargeable to capital account. 

Broadly speaking, the railroads have nearly 700,000 freight 
cars for which they now have no lading. In the last car sur- 
plus report of the American Railway Association the number 
of idle freight cars was reported to be a few hundred in excess 
of 769,000. It is assumed that some of that surplus is not 
really in condition to perform useful service without some at- 
tention—hence the statement that the railroads now have 
nearly 700,000 cars ready for lading. 


Executives, as a rule, have taken the position that, if ton- 
nage increased to such an extent as to reduce the car surplus 
to 300,000 cars, they could repair the other surplus cars before 
the increase in tonnage would necessitate the use of all the 
cars they own. A further thought along that line has been 
that, as revenues increased with increasing tonnage, it would 
be possible to make necessary repairs without borrowing money 
and increasing the expense of doing business by the amount 
of,interest paid on the borrowed funds. ; 


The interest rate of 5 per cent appeared to be the principal 
point of objection to the plan on the part of the executives at 
the New York meeting. John J. Pelley, president of the New 
York, New Haven and Hartford, stated the viewpoint of a num- 
ber of the railroad officials: ‘We don’t think the government 
should make any profit out of us.” 

Whether the stronger roads will decide to enter into the 
proposed plan in sufficient numbers to make it effective is 
questionable. In the east, it is believed that the Baltimore and 
Ohio, the Chesapeake and Ohio, the Pennsylvania, and the New 
York, New Haven and Hartford will borrow to a limited extent, 
provided they can get the money at a lower rate than 5 per 
cent. 


The Interstate Commerce Commission also has agreed to 
a temporary amendment in the carriers’ accounting practices, 
so that service on loans would not be made out of operating 
income. 


Operating and accounting experts of various roads accom- 
panied their presidents to the meeting. It is expected that they 
will make individual reports to the various boards of directors. 

It was understood that Daniel Willard informed the meet- 
ing that he would recommend to his board that the B. and O. 
borrow funds for the purpose of the plan. 


RAILWAY EMPLOYMENT 


Class I railways had a total of 1,081,596 employes as of 
the middle of May, 1932, as shown in a compilation made by 
the Commission’s Bureau of Statistics of wage statistics taken 
from the reports of 156 class I line-haul railways, 17 switching 
and terminal companies of that class and eight small railways 
included in system reports, having a mileage of 241,981, ex- 
cluding the mileage of the switching and terminal companies. 

The total compensation was $130,856,071. Compared with 
returns for the corresponding month of last year, the summary 
for May, 1932, shows a decrease in the number of employes of 
255,735 or 19.12 per cent. The total compensation shows a 
decrease of $55,857,212 or 29.92 per cent. 

In May, 1932, the number of persons reported as employed 
at middle of month was 5,066 less than the corresponding figure 
for April. For the single group, Maintenance of Way and Struc- 
tures, the employment was 17,505 greater in May than in April. 
On the basis of the number of hours of work for each working 
day in the month, there was a small increase in employment in 
May compared with April, 1932. The working days, which 
means days other than Sundays, are not all of equal signifi- 
cance: April had 5 Saturdays, but May had a holiday following 
on Monday. 
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SHIPS BY RAIL ONLY 
Editor The Traffic World: 


On page 236, in your issue of August 6, you make mention 
of the fact that the National Lead Company has made ap. 
nouncement, through its board of directors, to the effect that 
all its freight business will be moved by rail. 

I am proud to inform you that our officers decided on this 
procedure about two years ago, and at that time we had 4a 
special paster prepared, which was placed on all orders, re. 
questing manufacturers to ship by rail. 

All of our correspondence being sent from the office at the 
present bears the imprint from a rubber stamp recommending 
shipment by rail. 

There is no doubt that the trucks and waterways have 
their place in the transportation field, but prosperity to the 
railroads at this time is absolutely necessary for the welfare 
of our country. 

Roberts and Schaefer Company, 
Arthur J. Goetz, Traffic Manager. 
Chicago, Ill., August 10, 1932. 


SPLITTING HAIRS 
Editor The Traffic World: 


As a careful observer of commission and court decisions for 
several years, I sometimes wonder if it would not be in the 
interests of the carriers and shipping public for some court of 
competent jurisdiction, like the U. S. Supreme Court, to come 
out with a clear, concise, and understandable decision defining 
the meaning and application of the words “lawful” and “unlaw- 
ful” as contained in the various sections of the interstate com- 
merce act. 

I believe it is safe to say that there is more stumbling and 
uncertainty as to the meaning and application of these words 
than for any other part of the act. The confusion as to their 
meaning and application is brought about by bringing into 
their consideration such words as “legal,” “illegal” and “void.” 

To give a more concrete example of how the meaning and 
effectiveness of the above words are, apparently, being ignored 
or over-ridden, it is necessary to quote some of the pertinent 
language of section four of the act, which reads: 





That it shall be unlawful for any common carrier * * * to charge 
or receive any greater compensation in the aggregate for the trans- 
portation of passengers * * * or property, for a shorter than for a 
longer distance over the same line or route in the same direction, 
the shorter being included within the longer distance, or to charge 
any greater compensation as a through rate than the aggregate of 
the intermediate rates * * *. 

Provided, that, upon application to the Commission, such common 
carrier may in special cases, after investigation, be authorized by 
the Commission to charge less for longer than for shorter dis- 
tances * * %, 


It seems quite plain that Congress has said in the above 
law that any charge made by the carrier for a shorter haul to 
an intermediate point than it charges or would receive if the 
shipment moved for a longer distance to a point beyond is 
“unlawful.” In order that the provisions of the above law 
might be observed and not evaded, Congress further provided in 
section ten of the act that any carrier that suffered or permitted 
to be done any matter or thing in the act declared to be unlawful 
would be guilty of a misdemeanor and subject to a fine not 
to exceed fite thousand dollars. 

So far as I am able to read and understand this particular 
provision of the act, Congress has made it possible to get around 
being a violation of the law and not subject to fine by giving 
the Commission very limited and restricted authority in special 
cases, after investigation, to allow the carrier to charge less 
for a longer than for a shorter haul. Otherwise, such a charge 
is and remains unlawful. 

It will be observed that there is no provision in this laW 
which authorizes the Commission or the courts to allow or make 
lawful a greater charge on a shipment than the aggregate of 
the intermediate rates. 

These provisions and the limitations thereof seem so clear 
and plain that there should not be any misunderstanding as to 
their application and meaning. However, when we come to the 
question of the way and manner in which these provisions have 
been interpreted and applied, it seems that the carriers and 
shippers have been set adrift without rudder, power, or paddle, 
while the battle rages with the legal authorities over the meat 
ing of words. 

While the Commission and the courts do not attempt to say 
that the charging of a lower rate for a longer than for a shorter 
haul, or that to charge more than the aggregate of the inter 
mediate rates is not unlawful, they are able to bring about 4 
complete and absolute nullification by their interpretation of 
the meaning of the word “unlawful.” 

Although no authority is given in the act to restrict oF 
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define the meaning of the word “unlawful,” we find the policy 
adopted by the Commission and the courts is to determine 
whether the rates and charges which are being applied to the 
intermediate or shorter distance point are “reasonable.” If the 
unlawful rates are found to be reasonable, then they are de- 
clared to be the “legal” charges or rates, and then the “legal” 
rate or charge is held to take precedence over unlawful ones. 

In view of the Congress having set a definite limitation in 
section four to the effect that the rates and charges should not 
exceed for the shorter haul those applied for the longer haul, 
and further stated that the charges of the longer haul included 
or covered that for the shorter, it seems that this should, by 
all means, be the maximum of such rates or charges. It also 
seems plain what Congress stated to be the maximum charge 
by saying that the aggregate charge for a through shipment 
should not exceed the combination of the intermediate rates. 

Reference to sections 1, 2, and 3, of the act, will not indi- 
eate that the words “legal” or “illegal’’ have been used therein, 
while the words “lawful” and “unlawful” are used in numerous 
instances. Reference to section 6 will reveal that neither the 
words “lawful, unlawful, legal, or illegal” have been used in 
that section. It simply states that the only rates or charges 
to be applied are those duly published and filed in tariffs with 
the Commission. Section ten takes care of the enforcement of 
these various provisions. 

It may be in order to state that, in enforcing the provisions 
of sections 1, 2, and 3, the Commission and the courts have 
never found it necessary first to determine what is or would 
be the “legal” rate, and it may be further stated that damages 
have been awarded in numerous instances for the “unlawful” 
violation of these particular sections. 

Inasmuch as section six makes no reference to the words 
“lawful” or “unlawful,” it might not be improper for the Com- 
mission and the courts, in this particular instance, to deter- 
mine what is the “legal’ rate or charge to be applied. How- 
ever, in view of Congress having used the words “lawful” and 
“unlawful” and, seemingly, did not deem it necessary to use 
the words “legal” or “illegal,” it seems that the words used in 
the act should be found sufficiently strong to command observ- 
ance thereof. In other words, it does not seem to the writer 
to be necessary to try to split hairs in the meaning of words, 
especially when the language is as plain and understandable 
as that provided in the fourth section of the act. Neither 
should it be necessary for Congress to be required to add in 
section four the words “and or illegal” in addition to the word 
“unlawful,” now provided therein, in order to get a proper en- 
forcement of that section as now written and intended to apply. 

T. C. Elliott, Traffic Manager, 
Interior Florida Traffic Bureau, Inc. 
Lakeland, Fla., Aug. 4, 1932. 


ADDRESS BY AITCHISON 


What he called “parallelism” in the development of trans- 
portation in England and America, both in the service sense 
and in its regulatory aspects, “should disabuse our minds of 
the discouraging thought that we have to deal with something 
unique which we have been handling unusually badly,’ declared 
Clyde B. Aitchison, member of the Interstate Commerce Com- 
mission, in an address before the Winston-Salem Traffic Club 
at its annual outing at Roaring Gap, N. C., August 6. 


In addition to presenting a detailed account of the devel- 
opment of railroad regulation in England and reporting on obser- 
vations recently made there and on the European continent as 
to service features, Commissioner Aitchison dealt with some of 
the broader aspects of contemporary transportation problems 
in this country. 


“Public declarations of intentions to avoid preventable 
wastes in competition and to apply the most feasible methods 
for meeting new competitive conditions,” he said, “are sonorous. 
They beg the question.” He indicated that, in his opinion, a 
good deal that emanates from high places in the railroad world 
as to the difficulties under which the railroads operate and the 
cures of their problems is of a specious nature, or, at least, 
must be examined in the light of considerations not empha- 
sized in railroad statements. 

As to general observations of transportation conditions 
made on his visit to England and Europe last summer, he 
Said that, in England, though it might not be expected, the 
Problems were quite similar to those in this country, and they 
were being met in much the same way. 

“German railway equipment,” he said, “at first glance seems 
to be a happy medium betwen the American ponderous, un- 
wieldy rolling stock, which is now proving too heavy to meet 
Competition with more agile forms of transport, and the ex- 
tremely light equipment of Great Britain, which possesses the 
gee of flexibility but results in relatively too severe operat- 

& costs.” 
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German passenger trains were comfortable and fast, and 
the roadbed excellent, he said. Rates were about on a par 
with passenger rates in this country. In France and Belgium, 
he said, the service was not so good, but rates were lower. 
One was struck by the large amount of heavy water traffic on 
the Rhine. 

Stages of Legislative Policy 


He summarized the successive stages of legislative policy 
with respect to the railroads in both Great Britain and this 
country as follows: 


(1) Control through charters; (2) control through the courts; 
(3) the development of the idea of regulation by a commission; 
(4) the war period and national control or operation; (5) the 
period of decontrol and return to normalcy; (6) post-war, ampli- 
fied system of more complete regulation; (7) the novel present- 
day problems brought about by depression and the advent of 
powerful new forms of competition. These two nations, politically 
independent, separated by an ocean, but having the heritage 
of a common system of law and political philosophy, and a com- 
mon speech, for nearly four generations have kept in step with 
each other in their dealing with questions of transport. The 
two nations have affected each other; there has been considerable 
borrowing of legislative ideas. But mainly the laws are the 
result of a century of independent experimentation and adapta- 
tion to varying national circumstances and conditions. 

The amazing thing is that each nation has independently 
so often found the same stepping stones, and that the final 
legislative result is so similar. There is today probably more 
similarity in statutes regulating relations between the railways 
and their patrons in the two countries than there is in legisla- 
tion respecting the common day subjects of insurance or negoti- 
able instruments. Of course there are variations in technique, 
but that a number of outstanding American railway men have 
been able to cross the ocean and have quitkly adapted them- 
selves to British practices. An American lawyer, familiar with 
the procedure before the Interstate Commerce Commission, would 
find it easier to take up practice before the Railway Rates Tri- 
bunal than he would to adapt himself to the procedure of the 
courts. In two important respects, however, the fundamentals of 
the British system differ from those in America. Parliament 
is supreme; Congress is limited by a written Constitution. An 
important difference is that traditionally in Great Britain the 
duties which are here assigned to one tribunal are divided as 
between a cabinet officer or board, and a board which sits as a 
court. The difference is in effect only in the point of approach. 
When the rate making tribunal is called a court, it naturally 
approaches its tasks in a judicial frame of mind. An adminis- 
trative tribunal is never able to free itself from the sense of 
responsibility for seeing that the regulatory act works. The 
distinction is more nominal than real. It has made no prac- 
tical difference in the results, or in the present situation. 


Meeting Competition 


Obviously, he said, the situation both in England and in 
this country, so far as transportation Was concerned, called 
for the utmost of statesmanship and sagacity. In England, he 
said, the railroads were meeting competition, as far as it 
could be met, “through the medium of better rates, simpler 
rates, and new forms of service.” He described recent develop- 
ments, pointing to an ultimate pooling of all competitive traffic. 
There was in addition, he explained, a great deal of experi- 
mentation in design of new equipment. The use of containers 
was growing; container service was being rapidly expanded, 
and door-to-door service of the rail lines was being provided 
by coordinated cartage services at the terminals. 

“The British railways,’ he went on, “have been forward 
in experimentation with new and more simple rate forms for 
particular types of traffic which their competitors have been 
able to divert from the rails. The American railways are mak- 
ing similar experiments. Thus, the unit or flat rate method of 
charging for traffic at an average rate per ton, the per unit or 
by the package or consignment, based upon the average rates 
in question on actual charges during the term or period, has 
been installed with the consent of the Railway Rates Tribunal, 
and the experiment with carload rates based upon graduated 
lots irrespective of the classification of the individual included 
commodities. The highway carriers commonly adopt such a 
system of charge. Obviously, it is a complete variance from 
the present principles of railway rate-making which have been 
developed in all countries. Container service has been devel- 
oped so that there is now in the service approximately one 
container for every four miles of line. 

“These are methods of meeting competition which are famil- 
iar, but what is being done does not stop there. The amalgama- 
tions after the war reduced the systems to four principal railway 
systems. Even this has not sufficed, and at the present time 
there is pending a formal proposal to the Minister of Transport 
for authority to pool the competitive traffic of the two principal 
systems, the London, Midland and Scottish, and the London and 
Northeastern. If this proposal is approved by the Minister of 
Transport, other similar proposals will follow, and soon all com- 
petitive traffic will be pooled. The basis proposed, in outline, 
contemplates that, from the receipts from such competitive traf- 
fic, shall be deducted the terminal expense of each carrier and 
the railroad haul cost, and that the remainder shall be pooled. 
The division between the participants is ascertained by taking 
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the competitive traffic for three late years, making similar deduc- 
tions, and dividing the pool in the proportions contributed by 
each company to the total during the three years. The agree- 
ment is to run for fifty years. The two railways affected expect 
to bring about marked reductions in operating costs. Signifi- 
cantly, the proposal met opposition by many of the shippers, by 
railway labor, and by the owners of the hundreds of thousands 
of private railway wagons, the persistence in use of which is one 
of the distinctive and weak features of British railway operation. 
Because these questions all seem familiar to us in America, we 
note with interest the progress of the hearings on the applica- 
tion, and we will watch for the outcome with keen anticipation.” 


Some Exaggerations 
In conclusion, he said: 


Wherever such intricate and delicate questions arise as to 
the balance between important, conflicting interests, there is 
« call for accurate ascertainment of facts, and for clear think- 
ing. This is true west, as well as east, of the Atlantic Ocean. 
Appeals to the public based upon inaccurate information, or upon 
catch phrases, or specious half-truths, cannot help in a scientific 
solution of the transportation problem of any land. Public 
declarations of intentions to avoid preventable wastes in compe- 
tition and to apply the most feasible methods for meeting new 
competitive conditions, are sonorous. They beg the question. 
Perhaps the railways should not attempt to meet some of the 
new competitive conditions. The first question is as to what 
traffic can and should be yielded in the public and private in- 
terest. Emphasis upon the “restraints” which the law has laid 
upon rail carriers is wholly one-sided unless consideration be 
likewise given to the continuing special privileges which have 
been conferred. 


To take one of these complaints for analysis, as illustrative, 
why question the fairness of expenditures for the separation of 
grade crossings as “producing no revenue to the railroad”? The 
substantial contribution made by taxpayers are ignored. Grade 
crossings have been avoided by the British railways ever since 
the roads were built, and the expenditures have been incurred 
generations ago, and have since been fixed costs. The American 
railways have been able to defer such costs. On the other hand, 
while grade separations produce no direct revenue, most cer- 
tainly they diminish the expenditures for personal injuries at 
the crossings and to passengers and loss and damage to goods, 
and permit more safe economical, faster, and efficient operation 
of trains. A safe roadbed is a powerful magnet for business. 
Candor would require that these offsetting considerations be 
mentioned and given weight. 


Again, we find a responsible official publicly making the 
statement that something like 150,000 tariffs are filed annually 
with the Commission, at an expense of approximately 75 million 
dollars. The number of tariffs quoted is exaggerated more than 
37 per cent, if 1931 is the base, and 50 per cent if the average 
of 1929-1931 is taken as 100 per cent. The cost of printing of 
tariffs is charged to account 358, traffic, stationery and printing. 
The class I steam railways of the United States in the year 1930 
reported a total expenditure of $10,437,219, for this account, and 
this outside sum covered printing other than of tariffs. The 
expense of superintendence and compiling is included in account 
351, traffic, superintendence, $40,171,750. This account includes 
the whole pay of officers, clerks, and attendants directly in charge 
of or engaged in supervising and procurement of traffic, as well 
as in the preparation and distribution of tariffs and classifica- 
tions. The aggregate of these two items, which cover many 
activities and duties other than the “compiilng, printing, and 
distribution,” is approximately $50,000,000, which may be com- 
pared with the claim of $75,000,000. This figure may be con- 
trasted with $53,563,125, the cost of “outside agencies,” a large 
part of the functions of which is the getting of business away 
from rival railway lines, and which regulation certainly does 
not compel. But, even if the figure were as claimed, it would 
be less than 1% per cent of the revenues derived from the busi- 
ness involved. The implication in the statement is that regula- 
tion alone is responsible for this charge. But suppose the law 
did not require any tariffs: the railways could not operate a 
day without them. Even the mail order houses of the country 
must have catalogues which state their price, and the expense 
of their preparation and distribution is enormous—as much as a 
dollar a copy, according to a record I have seen. A curious 
person might ask why so many tariffs are prepared, if they are 
not needed, and why they are not reduced in number, and how 
they can be simplified and cheapened. Regulation seeks to obtain 
all these ends, and the shipping public in Great Britain, as well 
as America, clamors for a reduction in the volume of the tariffs, 
greater simplicity, and stability in rates. 


It is difficult to see why any responsible persons should make 
an unqualified statement such as the following: “Today the 
railroads are required to publish their rates and charges, and 
they are forbidden to change any rate until after 30 days’ notice 
of the proposed change has been given.” The fact is that in 
the year ending October 31, 1931, 8,287 applications were made 
to the Commission for authority to change rates upon less than 
statutory 30 days’ notice, and that the authority was granted 
in 7,091 instances, and but 767 were denied, the remainder being 
otherwise concluded. The carriers, therefore, instead of being 
forbidden to change rates without 30 days’ notice, freely take 
advantage in any circumstance of emergency of the right which 
the law gives them to seek authority to publish rates on as 
little as one day’s notice. Such a statement, without any quali- 
fication, could have been made only by someone who did not 
know the law or practice. 

“nother amazing statement, when we consider the facts, is 
that obviously the railways “will not have such equality of 
treatment (with other agencies of transportation) * * * * so long 
as the railroads are forbidden to engage in any other form of 
transportation.” The only direct prohibitions I know are in the 
Panama Canal act, as to water competitive lines, and the Sher- 
man antitrust act and supplementary acts, which bind the com- 
peting systems of transport and every other citizen not to 
restrain trade unreasonably. We may well imagine the surprise 
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of the executives of the Southern Pacific, with its Morgan line 
of steamships, and of the New Haven, with its lines upon Long 
Island Sound, and of the Pennsylvania, with its interest in the 
Greyhound bus lines, with the memory of its aviation experi- 
ments still vivid, and of the railways of the southwest, now 
struggling with the road-carriers and with each other, when 
they read that they are “forbidden to engage in any other form 
of transportation” than by railroad. It is hardly worth while 
now to attempt to correct more such statements. They are go 
obviously inconsidered that they defeat the purpose for which 
they are made, and instead of inspiring confidence and sympathy, 
raise doubts, when a more scientific, accurate statement might 
facilitate diagnosis and point to a cure. 

The times, it is submitted, call for an offer of equality of 
sacrifice, not a demand for equality of opportunity. The spiritua] 
distinction is real. 


RAIL TRAFFIC LOSSES 


(By R. V. Taylor, Mobile, Ala., formerly a member of the Interstate 
Commerce Commission.) 





The records of the Commission show that the freight rev. 
enues of Class I railroads were as follows: 

Under 1929 
Oe ID oko aiid bc seo Sides Seta Secbuiecan 
ee BOD o.oo oda. 5:0.6 a: 5 00's. cloainivinies oid 6uiaseecee aye $ 739,750,000 
For 1931— 3,251,566,000 ..... RAG ness homaGnecna tcenbaceeb 1,563,882,000 

While the decrease in passenger and other revenue has 
been serious, the decrease in freight revenue for 1931, as com- 
pared to 1929, here shown, must have been the determining 
cause of the present deplorable condition of the income ac. 
counts of these carriers. 

After the diagnosis of any sickness which the flesh is 
heir to has definitely determined its existence, the first step 
is to locate its cause. In the various attempts which have 
been made to do this with respect to the ills of the rail car- 
riers, both by their managers and the philosophic observers who 
view their operations from the outside, the general opinion 
seems to have been that this decrease has been caused by the 
increased competition of the unregulated, subsidized inland 
waterways and the trucks. The record on both of these subjects 
shows as to tonnage handled: 


INLAND WATERWAYS—TOTAL TONNAGE 








1929 1931 
Lower Mississippi Division. ...1,292,876 1,170,317 122,559 Decrease 
Upper Mississippi Division.... 105,950 79,726 26,224 Decrease 
Warrior River Division........ 254,555 283,872 29,317 Increase 
On eae 1,653,381 1,533,915 119,466 Decrease 
Less Interchanged bet. Div. 78,152 52,164 25,988 Decrease 
MN Saictics-o died nigtlaraanga a obe 1,575,229 1,481,751 93,478 Decrease 


The total tonnage handled for 1931 was less than twenty 
per cent of that transported for the year 1917, the last before 
government control began, by a minor class one railroad, of 
which I was at the time manager. 

From these figures it must be seen that none of the rela- 
tive bad results to the carriers for 1931 as compared to 1929 
could have come either from an increase in the volume of the 
traffic transported or in the increased competition from the 
inland waterways. 


Truck Competition 


In a report of the Commission, under docket No. 23400, 
“coordination of motor transportation,” rendered April 6, 1932, 
it is stated that, for 1929, trucks handled five and a half per 
cent of the total of both railroad and truck traffic, with the 
qualifying clause that “this figure does not, of course, measure 
the diversion of traffic from rail to highways as motor service 
has created traffic as well as taken it from the railroads.” 

Another important fact well known to all expert traffic 
managers and to which I once testified under oath before the 
railroad commission of Mississippi, is “that the revenue on 
freight traffic in small volume for short distances often, if not 
always, does not fairly compensate the rail carrier for the lost 
inertia and other costs of stopping and starting the train that 
transports it. Therefore, at least that part of the freight 
traffic diverted from the rail carriers to the trucks moving in 
small volume for short distances may be considered a good 
riddance. 

The report in No. 23400 says, with reference to the truck 
traffic for 1930 and 1931: “While all forms of transportation 
have felt the effects of general business conditions, known de- 
velopments in the trucking field in the past two years indicate 
that the percentage of truck traffic is greater today than in 
1929.” If we assume for present purposes that the truck traffic 
increased a hundred per cent in these two years, which would 
be entirely out of line with the description of this inerease by 
the Commission, and, perhaps, beyond the range of poss! 
bility, we must yet find that it would amount to only eleven 
per cent of the total tonnage handled by both rail carriers and 
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trucks—an increase in diverted traffic entirely insufficient to 
have caused a material part of the great loss in revenue to the 
carriers which has occurred. 

Therefore, it must be clear that this decrease in freight 
revenue has been, in the main, caused neither by boats or 
trucks, and that an explanation of the decrease in tonnage han- 
died from 447 billion ton-miles in 1929 to 309 billion ton-miles 
ijn 1931 must be looked for elsewhere. 

The theory which I attempted to maintain in an article 
published in The Traffic World of July 9, 1932, is that this 
great loss in traffic has mainly resulted from the depression 
in all agriculture, all industry, and all commerce, which has 
occurred since the year 1929, which, in turn, has been the 
result of more than ten million persons being out of work, 
caused by a Vicious circle which began to turn with the dis- 
charge of 500,000 railroad employes in 1930. Therefore, if it 
can be shown that a reduction in the average rate per ton-mile 
in ten years from 1.275 cents in 1921 to 1.051 cents in 1931, 
a decrease of .224 cents, so reduced the revenue of the car- 
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riers that the discharge of these employes early in 1930 was 
necessary and that this became the originating cause of the 
depression, which has resulted in a reduction in their traffic 
of one hundred billion ton-miles annually, then the removal 
of this cause by a restoration of these rates becomes of the 
highest importance. 

Among the many responses which I have received to the 
article published in The Traffic World, was one from a gentle- 
man of great wisdom and high in authority, who said: “How 
can you recommend a restoration of rates at a time when the 
carriers are now, particularly in certain sections of the coun- 
try, in a wild stampede of fright over the trucks? It is slash 
and cut rates, and tear down rate structures with them in 
order, as they think, to hold traffic.” 

If this statement is correct, and I do not doubt it, the car- 
riers are throwing good dollars after had dimes, and now need 
not a dictator as recently suggested, but a guardian, empowered 
to protect them not only against regulatory authorities but 
from themselves. 
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OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


HE full cargo freight market has continued dull in the last 

few days and freight brokers profess to see no immediate 
hope of improvement, though having some optimism for later 
activity. A few full cargoes of grain were reported fixed and the 
berth market has shown improvement to the extent of a rise 
from the 5c basis from Montreal to Antwerp-Rotterdam and is 
now holding for 6c. The most recent full cargo fixture was 
that of a British steamer to take 35,000 quarters from Montreal 
to the United Kingdom on the basis of 1s 9d, option Antwerp- 
Rotterdam, 1s 7d, for August-September loading. Two other 
fixtures, both from Montreal to the United Kingdom, were con- 
summated on a similar rate basis. The first fixture for Port 
Churchill this season was done for the Mediterranean at 3s 414d 
for September. 


For the first time in some weeks a coal cargo was reported. 
A 2,628-net ton steamer was closed from Charleston or Hampton 
Roads to Rio de Janeiro on the basis of $1.80, option Santos 
discharge at $2, for prompt loading. 

Two 7,500-ton steamers were closed for transatlantic sugar 
from Cuba to United Kingdom-Continent on the basis of 12s 9d 
for August, while a smaller steamer, 2,987 net, was fixed for 
the same destination from Cuba at the same rate. 

Time charters displayed fair activity in the West Indies 
and Canadian trades, but no long voyages were noted. 

Pacific coast full cargo business has been slow in the last 
month, the General Steamship Corporation reports in its 
monthly freight market letter, with rates remaining at their 
previous low levels and little business actually accomplished. 
It is stated, however, that the month closed with some optimism 
being shown by owners and charterers for future business and 
with several inquiries in the market. 

In the grain trade United Kingdom-Continent business im- 
proved slightly but without any advance in rates, which re- 
mained in the neighborhood of 17s 3d to 17s 6d. It was reported 
that regular liners had closed business as far ahead as Decem- 
ber at 19s, indicating that no great increase in rates is expected 
by owners for the rest of the year. An inquiry for spot tonnage 
for Vladivostok developed but no business was done because 
no spot tramp tonnage has been available. 

The Pacific coast lumber market produced no fixtures in 
the last month, except for one or two vessels taken on time 
charter for delivery Pacific coast, redelivery United Kingdom- 
Continent, with part of the cargo presumably lumber. These, 
by the way, were the only time charters accomplished in the 
month. Tankers showed little activity except for two large dirty 
ships from California to France at rates about 15s 6d and another 
large dirty vessel from California to Chile at an undisclosed 
rate and believed to have been for owner’s account. 


Brokers’ Contract 


The Far East Conference denies that it has approved any 
new form of brokers’ contract as reported last week, and adds 
that the question is still in the hands of a special committee 
and that before any new contract is adopted it will be discussed 
by the conference and the brokers. 

_ The New York Freight Forwarders and Brokers’ Associa- 
tion made public a copy of the reported contract and charged 








that it was illegal, in restraint of trade, and against the public 
interest. It also announced that it had filed protests with fed- 
eral, state, and city: government officials. 

The reported contract was, according to the conference, a 
confidential circular and a draft of a form of contract which 
it was proposed to place before the freight brokers doing busi- 
ness with the lines of the Far East Conference. 

In reply to the denial of the Far East Conference, the 
freight brokers’ association has issued an open letter in which 
it says, in part: ; 


There can be no question as to the existence of circular letter 
989 issued by the Far Eastern Conference, as there has been corre- 
spondence between Mr. Albert, the secretary of the conference, and 
the association, in regard to the circular letter which is under dis- 
cussion. The contents of this letter, which is not in dispute, con- 
tains material which, if submitted to the brokers in the form in 
which it now exists, would definitely place the freight broker in 
the position of being a violator of existing laws. The association, 
far from intending to disseminate misleading information, favors an 
open forum at which the contract might be constructively discussed. 

It is not unlikely that the Far Eastern Conference, before sub- 
mitting to the brokers a contract similar to their circular letter 989, 
would want to submit to the Shipping Board or to the Department of 
Commerce a copy of their rules, not only with a view to testing 
the legality of their regulations but with a further view of ascer- 
taining if they are in harmony with competent government bodies 
having an interest in the commerce and foreign trade of our country. 

It is very gratifying to learn that the conference has not adopted 
the regulations they have sponsored, as it would be in the public 
interest if rules and regulations in harmony with the law were dis- 
cussed with all of the interests entering into foreign trade. 

The McCormick Steamship Company announces the open- 
ing of a direct freight service from Philadelphia, Baltimore, and 
Norfolk to San Juan, Ponce, and Puerto Rican outports, effec- 
tive with the sailing of the steamship Felix Taussig from 
Philadelphia on August 27; Baltimore, September 1, and Nor- 
folk, September 3. Sailings will be maintained every two weeks. 
From Puerte Rico the ships will proceed to the Pacific coast. 

The S.S. Washington, second of the new liners constructed 
for the United States Lines at Camden, N. J., will be launched 
August 20 with Mrs. T. V. O’Connor, wife of the chairman of 
the Shipping Board, as sponsor, it is announced by P. V. G. 
Mitchell, vice president of the company. 


In its balance sheet of June 30 last, issued by the American- 
Hawaiian Steamship Company, President Roger D. Lapham at- 
tributes what he describes as “the unsatisfactory showing for 
the period” to the lack of cargo as well as low freight rates. 

“The United States Intercoastal Conference was reformed 
last February,” he says, “and, since then, a fairly satisfactory 
level of rates has been maintained, so that the three months 
of the period reflects a better showing than the first three 
months.” 

The balance sheet for the six months ended June 30 shows 
for the American Hawaiian Steamship Company a net loss of 
$713,590 and for the Williams Steamship Corporation $172,592. 
For the same period in 1931 the net loss for the first named 
company was only $73,294 and for the latter company $122,755. 


St. Lawrence Waterway 


Opposing the proposed St. Lawrence River and power de- 
velopment provided for in the recent treaty between the United 
States and Canada, the executive committee of the New York 
State Waterways Association has decided on a campaign of 
education regarding the “facts” and to prove to the public that, 
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if the project is carried through, it should be paid for by Canada, 
without any aid from the United States. 

Peter G. Ten Eyck, of Albany, chairman of the committee, 
declared that the purpose of the campaign will be “to tell the 
American people what is behind the St. Lawrence project.” 

The committee indorsed the Wagner-Gavagan bill, which 
provides for federal improvement of the New York State barge 
canal without federal ownership. The Waterways Association 
favors the barge canal as a Great Lakes-Atlantic seaway, via 
the Hudson River and Port of Albany, instead of the St. Law- 
rence River. 

In order to stabilize freight rates to the Far East, contract 
and non-contract rates are to be established by the Far East 
Conference from Atlantic coast ports to Japan, China, and the 
Philippine Islands effective Sept. 1, continuing until Dec. 31, 
1933. Contract forms will be available at the office of the 
Secretary of the Far East Conference, New York, on or about 
Aug. 15. 

At the monthly meeting of the Maritime Association of the 
Port of New York Aug. 10, Kermit Roosevelt, president of the 
Roosevelt Steamship Co., was appointed chairman of a com- 
mittee of American shipping men to study and submit recom- 
mendations on a proposal that American and foreign interests 
eliminate, as far as possible, ruinous competition and work in 
harmony so that all can operate profitably. Members of the 
committee are expected to be selected in the next few weeks 
and it is expected that shipowners of various foreign nations 
will also be asked to appoint committees to consider this sub- 
ject, following which an international meeting will be held. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 were approved by the Shipping Board 


on August 10: 

Brazil to United States Atlantic and Gulf Ports (Conf. 184): The 
carriers agree to maintain, for the period ending August 31, 1932, uni- 
form rates, as fixed by a two-thirds vote of the parties to the agree- 
ment, on shipments of general cargo and coffee from Santos and Rio 
de Janeiro to New York and United States Gulf ports. Provision is 
made for inclusion of other Brazilian ports and United States Atlantic 
ports in the agreement. Cargo vessels taking over twenty days in 
transit from Rio de Janeiro and Santos to New York are to be allowed 
a differential per bag on coffee and a reasonable differential on bran 
and hides, such differential to be determined by two-thirds vote of 
the parties. Approximate frequency of sailings to be observed by the 
several New York and Gulf lines are to be as specified in the agree- 
ment. Any other carrier may become a party to the agreement on 
the same terms as member lines; the conditions and frequency of 
sailings of such other carrier to be determined at the time of its 
admission and any party to the agreement may withdraw upon thirty 
days’ written notice. No action by the carriers violative of any of the 
regulatory provisions of the shipping act is to be taken under the 
agreement. The lines participating in the agreement are as follows, 
American Republics Line, Cia de Navegacao Lloyd Brazileiro, Delta 
Line, Hamburg America Line, International Freighting Corporation, 
Inc., Lamport & Holt, Moore & McCormack, Inc., Munson Steamship 
Line, Osaka Shosen Kaisha, Prince Line, Ltd., and Wilh. Wilhelmsen. 

1959—Luckenbach Gulf Steamship Company, Inc., with American 
Fruit & Steamship Corporation and United Fruit Company: Covers 
through billing arrangement covering shipments of agricultural imple- 
ments from United States Pacific Coast ports of call of Luckenbach 
Gulf Steamship Company to Vera Cruz, Mexico, with transshipment 
at New Orleans. Transshipment expense at New Orleans is to be 
absorbed by the participating lines. 

2006—Dollar Steamship Lines, Inc., Ltd., with Nelson Steamship 
Company: Covers through billing arrangement covering shipments 
from the Orient to United States Atlantic Coast ports of call of Nelson 
Steamship Company, with transshipment at San Francisco or Los 
Angeles Harbor. Through rates from Orient base ports are to be 
same as direct line conference rates. On shipments originating beyond 
Dollar Line loading ports and ports other than Orient base ports 
Dollar Line is to receive cost of transporting shipments from port of 
origin to shipside in addition to its proportion of the through rates 
from base ports. Cost of transshipment on all shipments is to be 
absorbed by the lines. 

2007—Dollar Steamship Lines, Inc., Ltd., with Nelson Steamship 
Company: Arrangement covers through shipments from United States 
Atlantic ports of call of Nelson to the Orient, with transshipment at 
San Francisco or Los Angeles Harbor. Through rates are to be same 
as applicable direct line conference rates. On shipments to Oriental 
base ports through rates are to be apportioned equally between the 
two lines. On shipments destined beyond such Oriental base ports the 
trans-Pacific line is to receive the expense of transporting such ship- 
ments from base ports to destination in addition to its proportion of 
the through rates to such base ports. Transshipment expense is to 
be absorbed by the lines. 

2034—-Panama Pacific Line with America France Line: Covers 
through billing arrangement covering shipments of ivory nuts from 
Balboa to Bordeaux, with transshipment at New York. Through rates 
are to be based on direct line rates. Transfer charges are to be 
absorbed by hte carriers. 


Between Atlantic Coast and Mexico 
2013—Mooremack Gulf Lines, Inc., with American Fruit & Steam- 
ship Corporation: Covers through billing arrangement covering ship- 
ments of general cargo between Boston, Philadelphia and Baltimore 
and Tampico and Vera Cruz, "Mexico, with transshipment at New 
Orleans. Through rates are not to exceed direct line rates between 
New York and Tampico and Vera Cruz, subject to a minimum rate of 
45 cents per 100 pounds. Such through rates are to be divided between 
the two lines after transfer and tollage charges at New Orleans have 
been deducted. 
Agreements Modified 
350-1—Compagnie Maritime Belge (Lloyd Royal) S. A. with Ameri- 
can-Hawaiian Steamship Company: The agreement which is modified 
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is between American-Hawaiian Steamship Company and Lloyd Roya 
Belge, approved by the board July 28, 1925, and covers through ship. 
ments from Antwerp to Pacific Coast ports of call of Americap. 
Hawaiian Steamship Company, with transshipment at New York. The 
purpose of the modification is to record Compagnie Marritime Belg 
(Lloyd Royal) S. A. as a participating carrier in this agreement a; 
successor to Lloyd Royal Belge. 

830-2—United States Lines Company of Nevada with Norwegiay 
America Line: Modifies an agreement between United States Ling 
Operations, Inc. (United States Lines) and Norwegian America Line 
covering interchange of westbound Tourist Third Cabin round trip 
tickets or orders. The purpose of the modification is to record Unitej 
States Lines (United States Lines Company of Nevada) as a parti. 
cipating carrier in this agreement as successor of United States Lines 
(United States Lines Operations, Inc.) and to substitute therein the 
words ‘Tourist Class’’ for ‘‘Tourist Third Cabin.”’ 

980-1—Compania Espanola de Navegacion Maritima, S. A. (Gardiaz 
Line) and Ybarra Line with American Export Lines and Compagnie 
Generale de Navigation a Vapeur: The agreement which is modified 
covers the transportation of merchandise from United States North 
Atlantic ports to French Mediterranean ports and was approved by 
the board October 2, 1929. The purpose of the modification is to record 
participation of Compania Espanola de Navegacion Maritima, S, 4. 
(Gardiaz Line) in the agreement on file in lieu of Ybarra Line. 


LAUNCHING OF THE COLOMBIA 


Addresses were made by Chairman O’Connor and Comnis. 
sioner Sandberg of the Shipping Board at the launching of the 
Colombia of the Colombian Steamship Company at the yard of 
the Newport News and Dry Dock Co., Newport News, Va., on 
August 6. 

“It is my hope that the aspiration of this progressive ship. 
ping company may materialize and that the Colombia and her 
sister ships in the Caribbean service before long may be carry. 
ing full cargoes in both directions,” said Commissioner Sand. 
berg. Continuing, he said: 


When we consider the far-reaching benefits to the nation 
by acquiring a fair share of its vast carrying trade; as an essential 
element to meet the competition in the promotion of our foreign 
trade, and the value of a well balanced merchant fleet for national 
defence requirements, the necessity for the maintenanc of a strong 
merchant marine under our own control is brought home with 
force. The shipping policy adopted in the Merchant Marine Act of 
1920 and reaffirmed in the Act of 1928 has demonstrated its worth 
in serving the best interests of our country. 


As chairman of the Shipping Board, Mr. O’Connor con- 
gratulated not only the owners of the Colombia but the ship- 
building company as well, saying that without the technical 
skill and resourcefulness of the American shipbuilder such fine 
ships as the Colombia and her sister could never have left the 
launching ways. The chairman also discussed the reorganized 
Shipping Board and the necessity of America patronizing Amer- 
ican ships. In part he said: 


I have referred, in passing, to the reorganization of the Shipping 
Board, recently made effective by the President. The new board 
consists of three members—one from the Atlantic coast, one from 
the Pacific, and one from the Gulf of Mexico. 

It is a more compact body, and it will, I am sure, give a better 
exhibition of team work, with resulting benefits to the whole industry 
and with savings to the taxpayer. We are now engaged in revamp- 
ing the various bureaus and activities of the Board, and I think I 
speak for the whole organization when I assure you that the Presi- 
dent’s action will make for increased efficiency and economy in the 
government’s further efforts to develop American shipping. 

And now let me revert to an old text. In nearly every speech 
that I have made in the past several years I have tried to show that 
all the pioneering work of our steamship men and all the skill of 
our shipbuilders will prove in vain unless our ocean shippers and 
travelers give their financial support to American ships. Remember 
that no merchant ship has yet been built that can operate without 
revenue. 


MARINE TONNAGE OFF SLIGHTLY 


The tonnage of the American Merchant Marine decreased 
less than one-half of one per cent during the twelve months 
ended June 30, 1932, and there was a slight decrease in the 
number of vessels documented, according to A. J. Tyrer, assist- 
ant director of the Commerce Department’s Bureau of Navi- 
gation and Steamboat Inspection. Motor ships and steam 
vessels increased in tonnage, but the gain was offset by the 
losses in sailing, canal and unrigged vessels. 

Records show that on June 30, 1931, there were 25,471 
documented merchant vessels of 15,908,256 gross tons, and on 
June 30, 1932, there were 25,156 vessels of 15,838,655 gross 
tons, a decrease of 315 vessels and 69,601 gross tons. The 
small amount of tonnage as compared to the number of vessels 
was due to the increased size of vessels now being built as 
compared with those built in former years. 

The principal loss in number was in the barge or unrigged 
class. Of this type of vessel there were 5,585 vessels of 
1,680,794 gross tons on June 30, 1931, and 5,414 vessels of 
1,622,813 gross tons on June 30, 1932, a decrease of 171 vessels 
of 57,981 gross tons. : 

Sailing vessels and canal boats were next hardest hit, both 
showing a decided decline. Of 1,447 sailing vessels of 673,017 
tons on June 30, 1931, only 1,342 vessels of 624,837 gross tons 
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were left on June 30, 1932, a decrease of 105 vessels of 48,180 
gross tons, while canal boats show only 176 vessels of 23,180 
gross tons on June 30, 1932, as compared with 203 vessels of 
96,426 gross tons on June 30, 1931, a decrease of 27 vessels of 
3,246 gross tons. 

Motor vessels, however, are decidedly on the increase and 
have been for some years. Today, they are at peak for all 
time, both in number and gross tonnage of the vessels. On 
June 30, 1932, there were 12,448 documented vessels of this 
class of 1,068,524 gross tons, as compared to 12,346 vessels of 
1,053,266 tons on June 30, 1931, an increase of 102 vessels of 
15,258 gross tons. 

Steam vessels decreased considerably in number but made 
a slight increase in tonnage. On June 30, 1931, there were 
5,890 vessels of 12,474,753 gross tons as compared to 5,776 ves- 
sels of 12,499,301 gross tons on June 30, 1932, an increase of 
24,548 in tonnage with a loss of 114 vessels. 

Yachts, too, continue to increase, both in number and ton- 
nage, there being 3,692 yachts of 209,221 gross tons on June 30, 
1932, as compared to 3,582 of 205,272 gross tons on June 30, 
1931, an increase of 110 vessels of 3,949 gross tons. 

The principal increase is in motor yachts, which show 3,524 
vessels of 185,354 gross tons on June 30, 1932, an increase of 
115 vessels of 5,438 gross tons over the 3,409 vessels of 179,916 
gross tons reported on June 30, 1931. Sailing yachts increased 
by 2 vessels of 70 gross tons during the same period, making a 
total of 83 vessels of 3,499 gross tons, while house boats re- 
mained without either increase or decrease. Steam yachts were 
the only pleasure craft to show a decrease, there being 63 ves- 
sels of 18,243 gross tons on June 30, 1932, or 7 vessels and 1,755 
gross tons less than one year ago. 

The trend from foreign to coastwise trade is apparent from 
the returns received, which show an increase of 439,975 gross 
tons in this trade while the foreign trade has decreased 509,576 
gross tons. There were 3,962 vessels of 5,582,354 gross tons 
engaged in foreign trade on June 30, 1931, while on June 30, 
1932, there were 3,878 vessels of 5,072,778 gross tons so en- 
gaged. The number of vessels in coastwise trade was 21,509 of 
10,325,902 gross tons on June 30, 1931, while on June 30, 1932, 
the vessels decreased 231 in number with an increase of 439,975 
in gross tonnage, the total in coastwise trade on that date 
being 21,278 vessels of 10,765,877 gross tons. This represents 
an actual increase of 439,975 gross tons in the coastwise trade, 
niga there was an actual decrease in total merchant 
onnage. 


SHIPS BUILT IN JULY 


A total of 65 steam, motor, sail, and unrigged vessels of 

28,338 gross tons were built in the United States and officially 
numbered in July, according to information made public by 
Arthur J. Tyrer, assistant director of the Commerce Depart- 
ment’s Bureau of Navigation and Steamboat Inspection. In 
June, 71 such vessels of 10,782 gross tons were added to the 
American merchant marine, and in July, 1931, 123 vessels of 
30,471 gross tons were given official numbers. 
. Of the vessels numbered in July, 56 were of wood construc- 
tion, aggregating 1,188 gross tons, and 9 were of metal con- 
struction, aggregating 27,150 gross tons. Total construction for 
the month was classified as follows: Steam, 4 vessels of 26,049 
gross tons; motor (oil), 10 vessels of 1,285 gross tons; motor 
(gas), 48 vessels of 726 gross tons; sail, 1 vessel of 18 gross 
tons; and unrigged, 2 vessels of 260 gross tons. 

Of the steam vessels, there were 4 oil-burning vessels of 
steel construction of 26,049 gross tons. Classified geographically, 
37 vessels of 25,387 gross tons are listed under Atlantic and 
Gulf ports, 21 vessels of 445 gross tons under Pacific ports, 2 
vessels of 125 gross tons under Great Lakes ports and 5 vessels 
of 2,381 gross tons on the western rivers. 

There was one vessel reported during the month as trans- 
ferred to foreign registry, representing a gross tonnage of 382, 
hamely, the Sequoia, a wooden oil screw transferred to the 
Mexican flag. 


CANADIAN CUSTOMS REQUIREMENTS 


_ The need for American exporters to prepare their foreign 
shipments and the documents pertaining thereto in strict con- 
formity with the laws and regulations of the country of des- 
tination is emphasized in a bulletin just issued by the Depart- 
ment of Commerce. 

The bulletin, which is concerned only with Canada, points 
out that each of the many thousands of shipments that leave 
for that country annually, whether by rail or by water, must 
be covered by certain documents of prescribed form required 
by the Canadian government, filled out in a precisely prescribed 
manner. As the majority of Canadian import duties are as- 
sessed ad valorem, it is of utmost importance that shippers to 
Canada have a clear understanding as to what values are recog- 
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nized by the customs for duty purposes. Too often, it is stated, 
American concerns have had the dutiable values of their ship- 
ments raised on the ground that the goods were sold to Canada 
at less than the value which the Canadian authorities regarded 
as the corresponding home-market value in the United States. 

Certain classes of goods are required to be marked “Made 
in U. S. A.” before they may be admitted into Canada, and 
others need to be covered by sanitary or other special certifi- 
cates. Failure to anticipate these requirements invariably 
means annoying delays to the customer in the clearing of the 
shipment and possible penalties. 

Referring to parcel post shipments, the bulletin says that 
American samples and advertising matter are often put into 
the mails for Canada as if for domestic destinations. As a 
matter of fact, the same Canadian documents are required to be 
made out for parcel-post as for freight shipments of goods for 
sale in Canada, and even samples and advertising matter are 
dutiable under certain conditions. 

While the Canadian customs regulations are elaborately de- 
veloped and strictly enforced, they are usually clearly stated 
and can be definitely known in advance, it is pointed out. The 
pamphlet just issued endeavors to present in brief form essen- 
tials that an American exporter needs to know in preparing 
shipments and documents to Canada, so as to meet the official 
requirements of that government. Copies are obtainable from 
branch offices of the Bureau of Foreign and Domestic Com- 
merce, located in the larger cities, or from the Superintendent 
of Documents, Washington, D. C. 


SHIPPING BOARD REORGANIZATION 


The Shipping Board, now composed of three members, has 
completed the reorganization of its administrative bureaus by 
re-allocating the functions formerly carried on under seven com- 
missioners. 

The business of the reorganized board will hereafter be 
transacted in four bureaus and two offices; the Bureau of Marine 
Development, Bureau of Regulation and Traffic, Bureau of Con- 
struction and Finance, Bureau of Research, Office of General 
Counsel, and Office of Secretary. The Merchant Fleet Corpora- 
tion remains, as heretofore, a subsidiary agency to which the 
Shipping Board assigns all duties connected with the actual 
operation of the government’s few remaining lines. Under the 
new plan of organization questions of policy affecting the Fleet 
Corporation are still determined by the Shipping Board. 

The re-allocation of board functions places the general coun- 
sel and the secretary under the administrative supervision of 
T. V. O’Connor, chairman of the board, who also assumes charge 
of the Bureau of Marine Development and the Division of Public 
Information. 

To Commissioner Sandberg is assigned the Bureau of Regu- 
lation and Traffic and the Bureau of Research, while Commis- 
sioner Cone will have supervision over the Bureau of Construc- 
tion and Finance. 

No drastic changes have been made in the Shipping Board’s 
functions, which for the most part are made mandatory by law. 
The reorganization just completed, a statement by the board 
says, is therefore to be looked upon as a realignment, rather than 
a revamping, of the board’s responsibilities with respect to the 
merchant marine. The reorganization takes cognizance of the 
fact that the dwindling activities of the board’s Merchant Fleet 
Corporation forecast the early liquidation of the government’s 
remaining vessel property and the growing importance of the 
board as a regulatory and promotional body. 


PUGET SOUND PORTS REPORTS 


The Shipping Board and the Board of Engineers for Rivers 
and Harbors announce the publication of revised reports on the 
ports of Seattle, Tacoma, Everett, Bellingham, and Grays Har- 
bor, Washington. These reports are designated Port Series No. 
7, and are published in three separate volumes. Part I pertains 
to Seattle, Part II to Tacoma and Part III includes Everett, 
Bellingham and Grays Harbor. These volumes are three of a 
series covering the principal ports of the United States, the 
preparation and publication of which by the Board of Engineers, 
in cooperation with the Bureau of Operations of the United States 
Shipping Board, is directed by law. They are intended for the 
information and use of federal, state, municipal and port 
agencies and others interested in the development of harbors 
and the establishment of port and terminal facilities. They 
also contain information useful to shipping and transportation 
interests in connection with the moving of goods through the 
various ports. 

The revised volumes contain information with regard to 
port and harbor conditions; port customs and regulations; serv- 
ices and charges; fuel and supplies and facilities available for 
service to commerce and shipping, including piers, wharves, dry 
docks, ship repair plants, coal and oil bunkering facilities, grain 
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elevators, storage warehouses, bulk freight accommodations, 
floating equipment, wrecking and salvage equipment, railroad, 
steamship and air lines and their charges and practices in con- 
nection with terminal service. The foreign and domestic com- 
merce of the ports is discussed, and detailed statistical tables 
are included showing the total traffic handled at the ports for 
the ten-year period ending December 31, 1930, and an analysis 
of the origin of imports and the destination of exports through 
the ports in 1930. Tables are included showing railroad rates 
covering the commodities moving to and from the ports in the 
import, export and domestic trade, as well as the steamship 
rates over foreign and intercoastal routes. 


IMPROVEMENT OF WATERWAYS 


The Secretary of War has approved the following allotment 
of funds for rivers and harbors: 

Illinois and Mississippi Canal, IIll., $186,000; Lllinois River 
and waterway, III., $760,000; Plaquemine lock, Bayou Plaquemine, 
La., $30,000; Ohio River, District of Huntington, W. Va., $725,000; 
Kanawha River, W. Va., $220,000; Smyrna River, Del., $13,000; 
Delaware-Chesapeake inland waterway, Del. and Md., $95,000; 
Osage River, Mo., $6,500; Norfolk-Beaufort inland waterway, 
Va. and N. C., $125,000; Willamette River, Ore., $35,000; Dalles- 
Celilo Canal, Ore., $17,000; Kentucky River, Ky., $115,000; 
Muskingum River, $145,000; Gray’s Harbor and bar entrance, 
Wash., $40,000; Yamhill River, Ore., $2,000; Cascades Canal, 
Columbia River, Ore., $15,000; Chesapeake-Delaware Inland 
Waterway, Del. and Md., $49,000; Hanson Canal, La., $3,000; 
Bayou Sennette, Jefferson Parish, La., $1,000; Apalachicola 
River-St. Andrews Bay, Fla., $30,000. 

The Secretary of War has accepted as satisfactory the 
assurance of the city council of Niagara Falls, N. Y., that suit- 
able terminal facilities will be provided on the present channel 
between Sugar Street and the Niagara Falls waterworks when 
called upon to do so. Fulfillment of the above condition was 
required by the river and harbor act of July 3, 1930, as a pre- 
requisite to the execution of the project for the improvement of 
the Niagara River. 


MEXICO. HAS RATE TROUBLES 


Broad powers have been granted the Mexican president dur- 
ing recess of Congress to make reforms in the new law on 
communications and transportations, passed by the last legis- 
lature, according to a report to the Commerce Department from 
Commercial Attache Charles H. Cunningham, Mexico City. His 
powers in this direction will cease August 31. 

Enforcement of the law has caused hardshpis not intended, 
it is stated, and Article 171 has been especially complained of 
in various quarters. This article states that the “railroads have 
the power to issue special tariffs, on the following conditions: 
1—Tariffs reduced for merchandise that must be transported by 
full carloads and with a minimum determined weight or in lots 
of a certain minimum number of cars. These tariffs will differ 
from the respective general tariff, reduced a certain uniform 
per cent fixed by the railroad.” 

It is said that special tariffs have heretofore been allowed 
by the railroads for distance of transportation, since the longer 
hauls can be handled more economically; also there have been 
cases where certain districts have needed special concessions 
in order to get its products out, and these have in some cases 
been granted by the railroads after careful study, when such 
action would give life to some agricultural or industrial district 
or enable domestic products to compete with foreign. Any 
good effects of such special concessions, it is stated, is pre- 
vented by the manner of allowing them prescribed in the new 
law, since the object is not to make general reductions, but to 
equalize market conditions. 


NEW TYPE OF (PASSENGER CAR 


A passenger coach of a new type, embodying principles of 
design and construction never heretofore employed in railroad 
use, has just been completed for the Long Island Railroad. It 
will be placed in operation August 13 between New York City 
and suburban points on Long Island. It is intended for com- 
muting and short distance service, to meet the need for in- 
creased carrying capacity, reduced weight and maximum 
efficiency of operation encountered in dense traffic. 

The most notable feature of design is that the car is con- 
structed with two tiers of seats at different levels. The limita- 
tions of clearance and height in a railroad car make it impos- 
sible to construct double deck coaches of the type ordinarily 
employed in motor busses having two entirely separate floors. 
Hence, in designing this car, a new plan of locating the seats 
has been adopted. 

With the exception of a few small self-propelled cars, con- 
structed on the automobile principle, and intended for use only 
on lines of very light traffic, the new coach built for the Long 
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Island has less weight of material per passenger carried thap 
any other railroad coach ever constructed in the history of 
the art. The proportion is approximately one-half that of , 
coach of equal size, having the usual seating arrangement ang 
body design. 

The new car, which is 62 feet long, has seating capacity for 
120 passengers, as compared with 76 passengers in a car of the 
usual design and equal length. Both tiers of seats are built 
in pairs facing each other. To deal with the problem of head 
room, the seats of the lower tiers have their floors fourteen 
inches below the center aisle of the car; and are reached by a 
step down. The seats of the upper tiers are placed above them, 
and are reached by a step up. Ample space is provided betweep 
the seating cushions for convenience in entering and leaving, 
Both the upper and lower tiers of seats have two windows to 
each pair, with suitably located parcel racks. 


“CONDITIONING” AND “COOLING” 


The difference between the new “air conditioning” and “pre. 
cooling” of passenger train cars is not generally understood by 
the traveling public, according to H. B. Voorhees, vice-president 
in charge of The Alton Railroad. This, he thinks, may be due, 
in part, to advertising, which has resulted in confusing the differ. 
ence between the two methods of reducing temperatures in 
passenger trains, and, in part, to a lack of actual experience 
with the results accomplished. The difference in substantial, 
however, and the passenger who mistakes “pre-cooling” for “air 
conditioning” should be informed, he thinks. 


“Pre-cooling, the first and more simple of the two methods,” 
says he, “consists in temporarily closing all of the doors and 
windows in the passenger car, while it is standing in the station 
or yards, and pumping ice-cooled air into the car through an 
opening in a window at one end of the car, the warm air being 
forced out at the other end or through the ceiling ventilators. 
This operation requires about two hours, and has the effect of 
materially reducing the temperature in the car. Before the train 
leaves the station, the apparatus is disconnected and the car 
gradually loses the benefit of pre-cooling. This method is most 
effective for night trains, as the traveler enters a cool car, is 
enabled to retire under these conditions, and after the train is 
in motion he has the benefit of the cooler airs which obtain after 
dark, and the car does not again become overheated from a 
burning sun. On daylight trains the benefits resulting from pre- 
cooling disappear shortly after the train leaves its terminal. 

“Air conditioning, on the other hand, produces maximum 
comfort throughout the entire journey, the temperature within 
the car being constantly maintained at a pre-determined figure 
by thermostatic control. In an air conditioned car the windows 
remain closed, thereby excluding dust and dirt, and largely elimi- 
nating noise, heretofore disagreeable features of railroad travel. 
With air conditioning, air is drawn into the air conditioning unit 
located in the vestibule at one end of the car. After being 
filtered, it passes over cooling coils which remove both heat and 
moisture, and the conditioned air is then discharged into the car 
at a uniform low temperature, the result being that the passenger 
enjoys the comfort of clean, cool air without drafts, noise or dirt, 
during the entire trip. 

“Air conditioning units may be applied to an individual car, 
or may be applied to all of the cars in the train, as in the case 
of the Alton Limited. On some trains only the dining cars are 
air conditioned.” 


POSTAL INQUIRY COMMITTEES 


Two subcommittees, one on postal leases and the other on 
the merchant marine, have been appointed by Chairman James 
M. Mead of the committee on post office and post roads of the 
House of Representatives to carry on the work begun by the 
committee shortly before Congress adjourned, in pursuance of 
the resolution (H. Res. 226) adopted by the House authorizing a 
number of postal investigations. 

The subcommittee on postal leases is composed of Represen- 
tatives Clyde Kelly of Pennsylvania, Chairman; Harry L. Haines 
of Pennsylvania, and William F. Brunner of New York. A study 
of the postal lease situation will be made and a report sub- 
mitted to the committee. 

The subcommittee on the merchant marine is composed of 
Representatives Arthur P. Lamnack of Ohio, chairman; J. Earl 
Major of Illinois, and I. H. Doutrich of Pennsylvania. The ocean 
mail contract awarded to the Seatrain Company, to operate be- 
tween New Orleans, La., and Havana, Cuba, and under which 
service is soon to be started, will be the first matter taken up by 
this subcommittee. Hearings were held by the whole committee 
in this connection before Congress adjourned, and the sub 
committee will continue the investigation. . 

Additional subcommittees will be appointed gradually to 12 
vestigate other matters covered by the resolution. 


Aug 


“more 


a= Mr 





'e- 
by 
nt 
le, 
oT. 


ce 
il, 
‘ir 


>" oon & 


Coal 


so ee 


CS Se ee 





August 13, 1932 





RAILWAY EXPRESS MOTOR TRANSPORT 


Entry of the Railway Express Agency into the over-the- 
road truck field is about to become a reality. Operating through 
a subsidiary known as Railway Express Motor Transport, Inc., 
service will be started about August 22, with one route between 
Chicago and South Bend, Ind., and another between Chicago 
and Milwaukee. Intermidate points to be served on the first 
mentioned route will be Hammond, Michigan City, and Gary, 
while the other route will also take in Evanston, Ill, Wauke- 
gan, Kenosha, and Racine, Wis. 

The announcement was made by L. O. Head, vice-president 
of Railway Express Motor Transport, Inc., who occupies the 
same position with the Railway Express Agency, with head- 
quarters at Chicago. He stated that the service was in the 
nature of an experiment, and it was felt that the business 
communities served would welcome the opportunity to ship by 
a truck line sponsored by an experienced, reliable, and depend- 
able concern. 

Large vans of the trailer type have been especially con- 
structed for this service and all classes of merchandise will be 
handled, with the exception of live stock or shipments of such 
unusual bulk or weight as cannot be conveniently handled in a 
motor truck. For the present, no money or valuables will be 
carried, but C. O. D. shipments will be accepted. In the begin- 
ning, at least, only interstate business will be handled. 

Generally speaking, the rates will be less than one-half the 
present express rates, with a minimum charge of $1.00, accord- 
ing to the announcement. These rates will include delivery 
within the corporate limits of the city served. There is an 
extra charge of 10 cents a hundred with a minimum of 50 
cents for pickup service. 


STORE-DOOR DELIVERY SUIT 


The suit of the four Brooklyn terminal companies to bar 
the Pennsylvania Railroad, by injunction, from establishing 
store-door collection and delivery service in New York and 
Brooklyn was argued August 10 in the United States District 
Court, at Philadelphia, before Judge J. Whitaker Thompson. 
The proposed action of the railroad is opposed by the New 
York Dock Railway, the Bush Terminal Railroad, the Brooklyn 
Eastern District Terminal, and the Jay Street Terminal. 

Similar service is contemplated by the other trunk line 
railroads serving New York, but the injunction has been asked 
against the Pennsylvania only. 

The complainants, in bringing the suit, alleged that the 
proposed establishment of store-door collection and delivery 
service would constitute an extension of line into new territory, 
and that this could not be legally done, under the provisions 
of the interstate commerce act, without first obtaining from 
the Commission a certificate of public convenience and 
necessity. 

The brief and oral argument presented on behalf of the 
Pennsylvania contraverted this position. It was denied that the 
proposed service would be an extension of line or territory. 
Instead, it was declared that the innovation would be an im- 
provement of the present service, in line with the trend of 
modern progress, through which means the railroad is seeking 
to serve the same shippers, in the same territory, but in a far 
better and more convenient way. 

The railroad, therefore, took the ground that the new 
Service could be established merely by the filing of a tariff. It 
was pointed out, however, that the tariff would be subject to 
full investigation by the Commission, and to protest by any 
interested parties, and might be suspended by the Commission 
if felt not to be in the public interest. 

The Pennsylvania brief was presented by Philip Price and 
Henry Wolf Bikle as counsel. The oral argument for the rail- 
road was made by Mr. Bikle, its general attorney. 

; Declaring that “store-door delivery is a coming thing in 
railroad service,’ Mr. Bikle called attention to the difficulty of 
establishing it if a certificate of public convenience and neces- 
sity, with the accompanying legal proof, were to be required 
in each case where the service was to be inaugurated. He 
Pointed out that, if the Pennsylvania should decide to initiate 
Store-door collection and delivery throughout its entire system, 
it would be necessary to apply for certificates of public con- 
venience and necessity in thousands of communities, producing 
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legal proof in each case. If, however, the service could’ be 
inaugurated merely by filing a tariff, the process would be 
comparatively simple, as, in the majority of cases, there would 
be no objection or protest, and the tariff would go into effect 
automatically. 

“The proposed improvement of service,’ says the brief, 
“to be rendered the shippers and receivers of freight in New 
York, Brooklyn, and vicinity is a matter of public interest. 
Deliveries in this locality are notably difficult, due, in part, to 
the fact that Manhattan is an island, in part to the congestion 
of its streets, in part to the difficulty of establishing railroad 
yards, tracks and similar delivery facilities, a difficulty grow- 
ing out of the extraordinary cost of land in this locality, and 
in part to other matters. For a number of years the subject 
has been accorded most serious consideration by the carriers 
and several studies have been made by public authority.” 

The Commission is quoted as having said: ‘“Store-door 
delivery would mean quicker and better service to the shipper 
with a great saving of time, elimination of terminal congestion, 
consolidation of freight into fewer cars, and reduction in use 
of stations and cars for storage.” 

Pointing out that the Pennsylvania and other railroads 
have been subject to steadily increasing truck competition, the 
brief says: 


The railroads in their effort to cope with the situation have un- 
dertaken to find some relief in the possibility of a measure of coor- 
dination of service. The motor truck seems to have special ad- 
vantages in terminal service as contrasted with transportation between 
terminals. Accordingly, a co-ordination of these services which uses 
the motor truck as the agency for the terminal service and the rail- 
road as the agency for the transportation between terminals is be- 
lieved to be one effective method of dealing with truck competition. 

One further point should be noted. If the Court should enjoin 
The Pennsylvania Railroad Company from proceeding with the estab- 
lishment of store-door collection and delivery of freight in Manhattan, 
Brooklyn and Queens, there is nothing to prevent its competing lines 
from going forward with the project. The seriousness of such a 
situation is obvious. 


TRUCK COMPETITION ON COAL 


The Burlington, in No. 23130, intrastate rates on bituminous 
coal between points in Illinois, has asked the Commission for 
authority to establish rates on bituminous coal from the Fulton 
county district to destinations in Illinois, lower than those pre- 
scribed by the Commission in Intrastate Rates on Bituminous 
Coal in Illinois, 182 I. C. C. 537. In that case, the Commission 
prescribed intrastate rates under the thirteenth section to re- 
move unjust discrimination against interstate commerce. 

The applicant desires to establish rates from mines on its 
line in Fulton county to Macomb, Bushnell, Abingdon, Monmouth, 
Galesburg, Galva, Kewannee, Castleton and Wyoming, IIl., which 
are from a little more than 34 to a little more than 63 miles from 
the Fulton district. At present, a rate of 80 cents is applicable 
to those points. Under the decision in this case, rates ranging 
from 80 cents to $101 were to have been established on August 
1, but were suspended in I. and S. No. 3784. 


Desire to meet truck competition actuated the Burlington 
in filing its petition. It was conservatively estimated, said the 
carrier, that in the twelve months ending March 31, 1932, not 
less than 85,000 tons of soft coal were trucked from small local 
mines in Illinois counties to destinations reached by the Burling- 
ton. In the same period, the carrier said, the tonnage handled 
by the railroads to the same destinations showed a marked 
and alarming decrease. It was that situation, said the petition, 
which prompted the filing of this application. 

“The present deplorable financial condition of the rail car- 
riers ‘contain elements of panic’ and seriously threaten the 
maintenance of an adequate system of transportation,” says the 
petition. “As the Commission itself said in the Fifteen Per 
Cent Case, 1931, 178 I. C. C. 539, 570, if the present loss of 
confidence in and distrust of railroad securities is prolonged 
for any considerable period ‘the results are likely to be very 
serious, both in their immediate effect on the railroads them- 
selves and in their indirect effect upon the financial situation 
generally.’ Present conditions are even more alarming than 
those prevailing at the time of the Commission’s decision in 
the Fifteen Per Cent Case, supra. The existing transportation 
system of the country is bordering on chaos and is tending to 
an ultimate breakdown. The trucks, operated as they are under 
grossly unfair competitive conditions, are a most serious factor 
in the threatened debacle of the railroads. Under existing con- 











PAGE 306 





ditions, the carriers are losing to the trucks an ever-increasing 
proportion of the country’s freight traffic. It is difficult, of 
course, to ascertain how great is the loss since there are no 
reports or records from which the volume of character of the 
truck traffic can definitely be ascertained; but there is ample 
evidence that this loss of traffic to the trucks is already enor- 
mous, and that it is constantly increasing.” 

The carrier said that traffic once lost the trucks was not 
easily regained. It said that it was not often that it felt obliged 
to express its opposition to an authorized increase in rates. 
Generally speaking, the carrier said, increased revenues would 
result from increased rates. However, it added, the constantly 
increasing competition of other unregulated transportation 
agencies, such as the motor truck, called for the exercise of 
sound business judgment on behalf of the railroads to keep 
down rates or to reduce them in situations such as has de- 
veloped in the coal mining territory in Illinois. 


Illinois State Coal Rates 


Acting on representations of those interested in Illinois in- 
trastate rates on coal, the Commission has reopened No. 23130, 
intrastate rates on bituminous coal between points in Illinois. 
The case has been set for further hearing at the Coronado Hotel, 
St. Louis, Mo., on August 17, at 10 o’clock a. m. before Chair- 
man Porter and Examiner Koch, who are familiar with the 
case. Chairman Porter wrote the report in which the Illinois 
rates were found unjustly discriminatory against interstate 
commerce. 

This reopening was ordered on account of representations 
to the Commission, the Burlington Railroad being one of those 
making representations, to the effect that conditions and cir- 
cumstances had so changed since the record in this proceeding 
was made as to render inappropriate and unjust the supple- 
mental order of the Commission, dated March 14, requiring the 
railroads to bring the designated Illinois intrastate rates to the 
level of the interstate rates for the removal of unjust dis- 
crimination against interstate commerce. (See Traffic World, 
March 26, p. 660 and May 21, p. 1081.) The supplemental order 
related to rates from Fulton, Peoria and Tazewell counties and 
certain mines in the Springfield, Ill., group to the Peoria-Pekin, 
Ill., switching district. The hearing is to be held to enable 
parties to the case interested in this phase of it to introduce 
evidence concerning the alleged changes. The notice of re- 
opening follows: 


Upon further consideration of action heretofore taken by the 
Commission in the above-entitled proceeding, and particularly repre- 
sentations made by interested parties to the effect that material 
circumstances and conditions have so changed since the record in 
said proceeding on further hearings was closed as to render inappro- 
priate and unjust the supplemental order of the Commission based 
upon said record and dated March 14, 1932: 

It is ordered that said proceeding be, and it is hereby, reopened 
for further hearing for the purpose of enabling parties interested 
therein to introduce evidence concerning such changes. 

It is further ordered that said proceeding be, and it is hereby, 
assigned for further hearing at the Coronado Hotel, St. Louis, Mo., 
on August 17, 1932, at 10 o’clock a. m. (standard time), before Chair- 
man Porter and Examiner Koch. 


MOTOR TAXES 


Taxes paid by trucks and busses in 1931 totaled $293,000,000 
—or more than 28% per cent of the collections from all motor 
vehicles in the United States, the National Automobile Cham- 
ber of Commerce reports in its yearbook, Facts and Figures 
of the Automobile Industry. These commercial vehicles rep- 
resented less than 13% per cent of all vehicles in operation. 
Gasoline taxes accounted for the largest portion of the truck 
payments to state and local governments—amounting to approx- 
imately $144,530,000. Registration fees for trucks approximated 
$77,000,000 and the gas taxes and license fees paid on busses 
were $31,775,000. In addition, personal property assessments 
on rolling stock and special municipal tax claimed $40,000,000 
of the commercial vehicle operators’ income. 


REPLY TO RAILROAD STATEMENT 


Misleading and inaccurate statements issued by the ,rail- 
roads in regard to the competitive aspects of motor transport 
are primarily intended to influence state legislatures further to 
increase the heavy tax burden on motor vehicle owners, Thomas 
P. Henry, president of the American Automobile Association, 
charged in a statement given to the public by that organization. 

Mr. Henry’s statement was in answer to the appeal for 
protection for the railroads recently issued by R. H. Aishton, 
chairman of the executive committee of the American Associa- 
tion of Railway Executives. He said: 

No one can quarrel with the railroads for asking equality 
of treatment. But when the railroads unwisely seek to destroy 
highway transport through excessive taxation, all highway users 
must meet a common danger. The railroads are confusing the 


issue of wholesome regulation, and while on the surface they 
are directing their campaign against commercial motor vehicles, 
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their propaganda about road subsidies directly encourages new 
tax inroads on the 22,000,000 passenger car owners who pay the 
major portion of the highway bill of the country. 

In his statement, Mr. Aishton asserted that the federal anq 
state governments had since 1921 subsidized motor vehicle users 
to the extent of more than $13,000,000,000. This statement jg; 
highly misleading, since it leaves the impression that these funds 
were provided from general taxes. Now, what are the facts? 

In the period 1921-1931, motor vehicle owners paid $7,600. 
000,000 in special taxes to state and local governments. These 
taxes were simply motor tolls specially earmarked for highway 
maintenance and construction. Add to this $1,000,000,000 in roagq 
bonds issued by the states asa definite charge on the highway 
users, since they are to be retired from motor vehicle revenues, 
and it will be seen that motor owners directly shouldered $9. 
000,000,000 out of the $12,000,000,000 road expenditures by the 
states and counties in that period. The fact of the matter js 
that the highway users have provided the capital for a perma- 
nent investment of billions of dollars for state and local high- 
ways. 

Now, let us look at the so-called federal aid subsidy. At the 
moment, federal aid is on a basis of $125,000,000 a year, but spe- 
cial motor taxes are on a basis of $258,000,000 a year. Thus, the 
highway users are paying the United States government at the 
rate of two dollars in federal taxes for one dollar in federal aid, 
It can, therefore, be fairly contended that the motorists as a 
class are now subsidizing the federal government and caring for 
the great road interest of the latter in our national highways, 


AUTOMOBILE PRODUCTION 


Motor vehicle production in the United States and Canada 
in July amounted to 112,600 units, according to an estimate of 
the National Automobile Chamber of Commerce, made on At- 
gust 10. This was 41 per cent under the production for the pre- 
ceding month and 49 per cent under that for the corresponding 
month a year ago. The industry’s produciion for the first seven 
months of this year amounted to 1,024,557 units, or 45 per cent 
under last year. 


‘COMPETITION WITH BUSSES 


With a view to improving their passenger business and tak- 
ing some from the busses if the latter have taken any con- 
siderable percentage of it, the Pennsylvania and the Baltimore 
& Ohio have filed tariffs, effective September 2, on statutory 
notice, establishing coach fares of $5.65, each way, between 
Washington and New York, equal to about 2.5 cents a mile, 
the old basic fare in the east before busses were thought of. 
The tariffs carry November 30 as their expiration. The experi- 
ment will be tried on trains leaving Washington shortly after 
midnight. 


TEXAS COTTONSEED RATES 


The freight rate on cottonseed on hauls in Texas up to 500 
miles has been reduced 33% per cent by the state railroad 
commission, on application of the railroads, to meet motor 
truck competition. Practically all movement of cottonseed in 
the state is embraced in the new rate, inasmuch as the average 
distance for each shipment is approximately 75 miles. 

The new schedule will not apply to the Texarkana and 
Fort Smith and the St. Louis Southwestern lines, it is stated. 
They were not parties to the application. 

Railroad commission rate experts said they believed great 
benefits would accrue to farmers from the reduced rate, as it 
would increase competition among the mills by permitting them 
to extend their buying areas and that a reduction in freight 
rates would permit them to pay higher prices for seed. 

Rail carriers expected the lowered rates to cause most of 
the seed to move over their lines instead of by motor trucks, 
as was the case last season. 

Application had been made several weeks ago by the car- 
riers for a “cut-back” rate on cottonseed, in which the carriers 
sought to cut back the rate on incoming seed when a certain 
per cent of the tonnage of incoming shipments was shipped out 
in the form of finished products over the same line. 

“The advantages that are apparent from an approvial of 
the rail carriers’ petition are sufficient, we think, to justify the 
granting of the petition,” the railroad commission stated. “The 
petition opens the way to us materially to benefit the seed 
producer through the lowered freight rate deduction to be made 
from the price he receives for his seed.” 


TEXAS MOTOR TRUCK LAW ; 
An attack on the new Texas law which fixes the load limit 
of motor trucks at 7,000 pounds has been made in the district 
court at Corpus Christi by Anderson, Clayton and Company of 
Houston, cotton brokers and exporters, who operate a large 
number of trucks in hauling cotton from interior points t0 
Houston and Corpus Christi. Judge Birge Holt granted a tem 
porary injunction, restraining the state commission and other 
officials and their agents from interfering with the operation 
of its trucks on the highways. The case was set for hearing 
on its merits for August 18, when the court will decide whether 
a permanent injunction shall be granted. 
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“Opportunity Awaits You Along the C & O” 









WASHINGTON 


CENTER OF AMERICA 









AND 





Without hesitation, every American will instantly 
tell you that the City of Washington is the archi- 
tectural wonder of our country—‘‘the city of mag- 
nificent distances’’—the focal point of political and 
judicial activity in national affairs. But, did he 
think a moment, his words would paint a picture 
of far deeper significance. For he would say that 
Washington was the very center of all America. 

To Washington, the nation turns for evidence of 
what America is thinking. On Washington, a 
hundred million pairs of eyes keep watch of what 
America is doing. In Washington, every citizen 
sees the symbol of all that he holds dear—the right 


to “‘life, liberty, and the pursuit of happiness.” 


CHESAPEAKE 2"¢ OHIO 


ROAD THAT SERVICE 


‘' THE 


To commerce and industry, Wash- 
ington has other significance. As a 
city, it is a rich market. Half a 
million Washington people must be 
fed, clothed, and supplied with life’s 
Nearly 150,000 


homes must be heated and lighted. 


other necessities. 


As the seat of government, Washing- 
ton is the source of invaluable assist- 
ance to business. The Treasury, 
Commerce, Interior, and other 
Departments reach to the corners of 
the world—to the depths of the ocean 
—and to the very clouds in activities 
which directly help American busi- 
ness. 

So Washington, northeastern termi- 
nal of the C & O, is of greater 
importance to our country than any 
other city. And the C & O takes 
pride in the part it plays in the daily 


life of this *‘center of America.’’ 





BUILT’’ 
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The temporary order restrains the defendants or their 
agents from harassing, molesting or interfering with the opera- 
tion of trucks; from compelling drivers to give sworn state- 
ments of any kind as to operation of trucks; from questioning 
the drivers of the trucks; from threatening drivers with arrest, 
and from delaying operation of the trucks or attempting to get 
an injunction to enjoin operation of the trucks. The plaintiff’s 
petition declares the firm has a number of trucks on highways 
hauling its own cotton to port at Houston and Corpus Christi 
and that drivers were stopped by law enforcement agencies to 
swear to affidavits as to operation, sometimes delaying ship- 
ment of cotton and causing complainants much trouble. 





MORE AIR MAIL SERVICE 


Announcement has been made at the Post Office Depart- 
ment that, effective August 15, night air mail service will be 
established on the route between Salt Lake City, Utah, Los 
Angeles and San Diego, Calif., a one-way distance of 782 miles. 
The plane will leave Salt Lake City about midnight, arriving 
at Los Angeles and San Diego in time for morning delivery. 
The northbound plane will leave Los Angeles and San Diego 
after the close of the business day and arrive at Salt Lake City 
in time to connect with the plane operating between Salt Lake 
City; Pocatello, Idaho; Butte, Helena, and Great Falls, Mont. 
It will also connect with the eastbound transcontinental plane. 


EUROPEAN AIR SERVICES 


Regular air services of European operators in 1931 totaled 
82,222 miles in length, according to a Department of Commerce 
report. This total included 10,532 miles of services operated 
by companies of two or more nationalities acting in cooperation 
or under pool arrangements. Corresponding mileages in 1930 
were 72,084 and 9,865, respectively. 

Much of the mileage is accounted for by services connecting 
Europe with Asia, Africa and South America. British, French 
and Netherland companies maintained such connections with 
Asia, the British company operated the northern half of a Cairo- 
Cape Town extension in Africa, and a French company con- 
tinued plane-steamer connections with South American points. 


I. C.C RULES OF PRACTICE 


The Commission has revised its rules of practice effective 
September 1. The revision makes the practice with regard to 
the preparation and filing of formal and informal complaints 
more strict. The nature of the revision is indicated by a state- 
ment which the Commission gave to the newspapers. It follows: 





The Rules of Practice before the Interstate Commerce Com- 
mission have been revised, effective September 1, 1932, and copies 
of the edition containing the revision are now being distributed. 

Attention should be directed especially to the 
among the important changes: 

By amendment to Rule I-B, provision is made for require- 
ment of additional certificates as to the qualifications of those 
applying for admission to practice, from the sponsors of prac- 
titioners proposing applicants for admission; and that if an 
applicant, when notified that the Commission is not satisfied 
with the sufficiency of the applicant’s qualifications, fails to 
request a hearing, the application will be deemed withdrawn. 

Verification of complaints, and personal subscription, are re- 
quired in certain cases. As to formal complaints, see Rule III 
(h) 2; as to informal complaints, Rule III (e). When made by 
attorney, instead of by the complainant, the power of attorney 
or authority for prosecuting the complaint or making the verifi- 
cation must be filed with the complaint. ats same procedure 
applies to petitions of intervention, Rule II (1) 1 

Special instructions in fourth-section cases, formerly included 
in Fourth Section Order No. 8900, have now been incorporated 
in Rule XVIII. 

The procedure in excess income recovery, or recapture, cases, 
will be covered by the general rules, instead of by special instruc- 
tions, as is now the case. 

The forms of pleadings, etc., have been revised and simpli- 
fied; an additional form, No. 2-A, is suggested for the certificate 
Sit service of papers which must be served before tendered for 

ng. 

Cross references to the statutes, and to other rules of prac- 
tice, and to Interstate Commerce Acts Annotated, have been in- 
corporated. The index is copious. 


CAR SURPLUS REPORT 
The average daily surplus of freight cars in the period 
July 15-30 was 769,631, as compared with 772,565 cars in the 
preceding period, according to the car service division of the 
American Railway Association. It was made up as follows: 


Box, 327,504; ventilated box, 2,486; auto and furniture, 58,197; 
total box, 388, 187; flat, 24, i gondola, 174,528; hopper, 135, 019; total 
coal, 309,547; ‘coke, 1,548; s. D. stock, 25, 505; D. D. stock, 4,618; re- 
frigerator, 13, 716; ‘tank, 441; miscellaneous, 1,603. 


Canadian railroads reported a surplus of 42,275 cars, made 
up of 37,250 box, 1,975 auto and furniture, 1,000 flat, 100 gon- 
dola, 400 S. D. stock, 1,000 refrigerator and 550 miscellaneous. 
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Personal Notes 





102099 @ 1000 @> OO oe Gg 
Charles Burlingame has been appointed general western 
agent, Terminal Railroad Association of St. Louis, with head. 
quarters in Los Angeles, succeeding Frank M. Miller, who died. 
T. J. Nason, commercial agent, Illinois Central, at Hatties. 
burg, Miss., has been transferred to Gulfport, Miss. 

Ernest Holxborn, formerly district manager for the Lucken. 
bach Steamship Line at Mobile, Ala., has been appointed Gulf 
manager at New Orleans. He succeeds William T. Craig, who 
has been transferred to Chicago as manager of the middle west. 
ern division for Swayne and Hoyt, Ltd., operators of the line, 

Preston Oliver, formerly traffic representative, American 
Airways, at Monroe, La., has been made traffic manager at 
Birmingham. 

Tom Green has been appointed general freight agent, Texas 
Electric Railway, with headquarters at Dallas. 

J. Edgar Lee, president and treasurer of the Courrier-Lee 
Warehouse Company, Chicago, and a former president of the 
American Warehousemen’s Association, died at his home in 
Evanston, Ill., July 29. He was fifty-five years old. 
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Doings of the Traffic Clubs 





The Traffic Club Relief Association is being organized 
within the Traffic Club of Chicago. Resident members of the 
club are being asked to contribute one dollar a month each for 
membership in the relief association, the object being to give 
assistance in extreme cases of financial distress among men- 
bers of the club. When a hundred have joined the association 
a meeting will be held for the purpose of permanent organiza- 
tion and making definite plans for administration of the fund 
raised. “Charlie Grimm Day” will be observed by the club 
August 16. Three hundred seats have been reserved for the 
ball game between the Chicago Cubs and the Boston Braves. 
Luncheon will be served in the club rooms preceding the game, 
at which Bob Elson, sports announcer over radio station WGN, 
and “Rube” Appleberry will speak. A golf outing will be held 
at the Park Ridge Country Club September 22. 





Billings Wilson, assistant general manager, Port of New 
York Authority, gave an illustrated talk on the new inland 
freight terminal at New York at a meeting of the Pacific Traffic 
Association at the Palace Hotel, San Francisco, August 9. A 
short introductory talk was made by W. L. Montgomery, of the 
foreign trade section of the San Francisco Chamber of Com- 
merce. 





The Junior Traffic Club of Chicago will give a dinner dance 
aboard the Great Lakes Transit steamship Tionesta August 19. 
A tour of inspection of the boat will follow dinner. 





At the third annual outing of the Winston-Salem Traffic 
Club at Roaring Gap, N. C., August 6, Clyde B. Aitchison, of the 
Commission, discussed current transportation problems and 
made comparisons between developments in this country and 
in Europe. His address is printed elsewhere. S. Arch Camp- 
bell, president of the club, presided. F. C. Toal, Chesapeake 
Steamship Company, Winston-Salem, was awarded first prize 
in the golf tournament. 





The Traffic Club of Newark will hold a golf outing at the 
Canoe Brook Country Club August 16. The annual outing will 
be in September and the next meeting will be held September 12. 





The fall golf outing of the Canton Traffic Club will be held 
at the Brookside Country Club August 23. Golf will be played 
all day and luncheon will be served. 





The Traffic Club of Minneapolis held a “stag” golf outing 
at the Minnetonka Country Club August 12. Dinner was served. 





A golf outing will be held by the Traffic Club of New York 
at the Lido Country Club, Long Beach, L. I., August 16. 





The Women’s Traffic Club of Los Angeles, the Los Angeles 
Transportation Club, and the Harbor Transportation Club gave 
a joint luncheon at the Alexandria Hotel August 8 in honor of 
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L. C. Sorrell, professor of transportation, University of Chicago, 
and F. A. Doebber, traffic manager, Citizens’ Gas Company of 
Indianapolis, both officers of the Associated Traffic Clubs of 
America, whe are in California on vacation. 





At a meeting at the Commercial Club August 9 the Indus- 
trial Traffic Club of San Francisco discussed various phases of 
recent motor transport legislation and other transportation sub- 
jects of current interest. 





The Transportation Research Council of the College of Ad- 
vanced Traffic, Chicago, will hold its first annual basket picnic 
and euting at Michigan City, Ind., August 21. There will be 
games, races and other entertainment. Several hundred are 
expected to attend. 





The ninth annual golf tournament of the Transportation 
Club of St. Paul will be held at the Hillcrest Golf Course August 
16. Dinner will be served and there will be prizes for win- 
ners in the golf events. 


Traffic Club Presidents 





HE writer of a syndicated feature on medical subjects ap- 

pearing daily in newspapers recently advanced the conten- 
tion that the duties of the office of President of the United 
States have become so strenuous as 
to shorten the lives of those who 
assume them. He pointed out that, 
in recent times, it has seldom hap- 
pened that there were more than two 
living ex-Presidents. It may be in- 
ferred from the vitality and growth 
in numbers shown by the membership 
of the American Association of Past 
Presidents, Traffic and Transportation 
Clubs, that it is no such drain on the 
human system to carry the burden 
of the chief office of individual organi- 
zations from which the alumni or- 
ganization draws its members. 

With its first annual meeting set 
for October 20, at the Brown Hotel, 
Louisville, Ky., following meetings to 
be held there that week by the Ohio 
Valley Shippers’ Advisory Board, the American Association of 
Freight Traffic Officers, and the Associated Traffic Clubs of 
America, the A. A. P. P. T. T. C. has a membership of eighty- 
six, and, according to its secretary, Robert McDowell, general 
agent of Southern Pacific Lines, at Cincinnati, is adding about 
twelve new members each month. He explained that no par- 
ticular “drive” for membership had been made and that, since 
the fall of 1929, hard-working traffic managers had been con- 
centrating on jobs on their own desks, without a great deal of 
time in which to look about for an enlargement of their 
activities. 


“We get to perhaps one or two clubs a month,” he said, 
“explaining the purposes of the new organization and inviting 
those eligible to join. While the new organization is still in 
its infancy, there is every indication that the movement it 
represents will grow and that it may be expected to take its 
place as an important force in molding a fraternal spirit among 
traffic men and play its part in maintaining interest in traffic 
club work.” 

The meeting at Louisville is expected to give more definite 
shape to the ideals and purposes of the organization and to 
have a determinative influence on its future. Officers will be 
elected and steps taken to give permanent form to the consti- 
tution and bylaws. 


As outlined by Mr. McDowell, ‘‘the organization began with 
a movement to bring together the past presidents of the Miami 
Valley Traffic Club, at Dayton, O., and the Cincinnati Traffic 
Club. The purpose was double in that it was the intention to 
offer an opportunity for wider social contacts and to maintain 
the interest of these men in traffic club work after they got out 
of office. As the result of suggestions from outside, the decision 
was made to enlarge on the original idea and make it national 
in scope. We feel that progress has been surprisingly satis- 
factory, in view of existing business conditions. Regardless of 





the constantly changing personnel of individual clubs, we think 
we shall succeed in providing a permanent nucleus around which 
to gather the active spirits of these clubs and will be able to 
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maintain the fire on which interest in the club work rests. }t 
is primarily a move to restimulate interest in the common 
work of the clubs, as well as further to develop the fraterna] 
spirit that attaches to that work.” 

Reference is made by Mr. McDowell to the fact that there 
are both railroad and industrial organizations working along 
somewhat similar lines and that, in the Associated Traffic Clubs 
of America, there is a union of the railroad and industria] 
traffic man to work for the common interest. However, he says, 
the organization of past presidents will bring togehter only 
those who have participated actively in work of the individual] 
clubs. There is, he says, a tendency on the part of such men 
to lose interest, once they are out of office. It will be the 
purpose of the new organization to keep interest alive and 
maintain contacts between individuals and clubs. 

Bylaws of the association set up as a requirement for 
eligibility to membership, “one term served as president of a 
traffic or transportation club which was organized and functions 
in the mutual interest of transportation and industrial mem. 
bership.” It is further stipulated that the president call a 
meeting of the membership once a year, with no two consecu- 
tive meetings in the same city. The organization meeting was 
held early this year in Dayton, at which time B. E. Olsen, traffic 
manager of The McCall Company, of that city, a former presi- 
dent of the Miami Valley Traffic Club, was chosen president 
pro-tem, and R. L. Galleher, general freight agent, Baltimore 
and Ohio, Cincinnati, was named chairman of the executive 
committee. Mr. Olsen’s portrait is herewith presented. 

In announcing the date and place of the first annual meet- 
ing, President Olsen called attention to the fact that members 
of the association were also members of both the advisory board 
and the Associated Traffic Clubs, and it was thought advisable 
to call the meeting for a time and place that would involve 
the least expense and give reasonable assurance of a large at- 
tendance. The membership at present includes representatives 
of twenty-nine clubs, some of which are represented in the 
Associated Traffic Clubs of America and some of which are not. 

Mr. Olsen served as president of the Miami Valley Traffic 
Club in 1930. He is forty-three years old, having been born at 
Port Norris, N. J. He entered transportation work in 1906 
with the New York, Philadelphia and Norfolk Railway and, since 
1917, has been in industrial traffic work, having successively 
been with the Hires Condensed Milk Company in Philadelphia; 
Nestles Food Company, New York, and his present company. 
He took his present position in 1919. 


SIX-HOUR DAY INVESTIGATION 


The Commission’s six-hour day inquiry, when the hearings 
are resumed on September 19 (see Traffic World, August 6, page 
274), will be on a new basis. It will be for the purpose of 
ascertaining what effect such a day would have upon railroad 
employment if the men were paid six-eighths of the present 
daily wage instead of being paid upon the present daily wage 
rate for six hours’ work. At the prior hearing the railroads 
submitted exhibits intended to show that it would cause an 
increase of about $660,000,000 a year to change from the present 
eight-hour day, at the present rate of pay, to a six-hour day at 
the present pay for eight hours. 

On account of the reduction in appropriations made by 
Congress and the furloughs of Commission employes required 
by economy legislation the Commission has decided not to 
undertake field tests of the six-hour day with the eight-hour 
pay as proposed by Commissioner Eastman at the close of the 
prior hearing. 

Instead of conducting that test the Commission has asked 
the railroads to supplement their exhibits, already on file, to 
show the effect of a six-hour day on the basis of six-eighths of 
the present daily pay for the proposed six-hour day. 

At the prior hearing it was shown that there was consider- 
able waste by reason of men being paid the wage for eight 
hours for the performance of tasks they were able to accomplish 
in five or six hours. It is suspected that under a six-hour day 
with six hours’ pay there would be some increase in expense 
on account of tasks which could not be accomplished in the six- 
hour day and which would have to be paid for as overtime. 


COUNT OF PARCEL POST PACKAGES 


The Post Office Department has made arrangements t0 
count parcel post packages exchanged between the United 
States and Canada, the count to serve as a basis on which to 
adjust the accounts between the two countries. The count 3s 
to be made between October 1 and 7, inclusive. It is to be 
made at all authorized United States exchange post offices and 
railway post offices. 

Only parcel post packages with customs declarations at 
tached will be included in the count. All ordinary or insure 
parcel post packages including those sent outside of mail sacks 
containing bees or baby chicks will be counted and the total 
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Your First Step in Every 
SHIPPING EMERGENCY 


Call—RAILWAY EXPRESS 


The failure of a vital machine part 
can hold up an entire production 
line; or stop an electric generator, 
—or halt a pump that supplies water 
for a city. Then every minute counts 
in the transit time on the replace- 
ment part. Then is the time to call 


Railway Express. 


Our emergency service for indus- 
trial and business shippers is ready 
for your toughest transportation 
problem. The item may weigh a few 
ounces—or half a dozen tons. It 
may be a delicate bit of heat-treated 
steel, or a casting ten feet in diame- 


ter. Every emergency shipment pre- 


sents its individual problems—prob- 
lems that are met with the swift, 
sure handling that comes only with 
long experience. 

Depend upon Railway Express, not 
alone for emergencies, but for day 
to day shipping service as well. Let 
us speed up your turnover by speed- 
ing up your deliveries. 


RAILWAY EXPRESS AGENCY, Ine. 


GRACE 


PANAMA MAIL SERVICE 


EXPRESS PASSENGER AND FREIGHT STEAMERS 


between 
LOS ANGELES e SAN FRANCISCO e OAKLAND e ALAMEDA 


NEXT SAILINGS 
WESTBOUND COMING! EASTBOUND 
— FOUR NEW SUPER EXPRESS LINERS 


FROM OAKLAND — ALAMEDA 
Santa Teresa — Aug. 17 a 


Santa Ana — Aug. 15 
Santa Elisa — Aug. 29 

Santa Cecilia — Aug. 31 : es 5 ; MMi 

Santa Ana — Sept. 14 oa : : : : Bea SF 











PHILADELPHIA e NEW YORK 


NEXT SAILINGS 








FROM SAN FRANCISCO 

Santa Ana — Aug. 17 

Santa Elisa — Aug. 31 

FROM LOS ANGELES 

Santa Ana — Aug. 19 

Santa Elisa — Sept. 2 
SAN FRANCISCO, 2 PINE ST. 
LOS ANGELES, 548 SO. SPRING ST. 
OAKLAND, HOWARD TERMINAL 
ALAMEDA, ENCINAL TERMINAL 


FROM NEW YORK 


Santa Teresa — Aug. 19 
Santa Cecilia — Sept. 2 
Santa Ana — Sept. 16 


PHILADELPHIA, PIER 40 SO. WHARVES 
PITTSBURGH, HENRY W. OLIVER BLDG. 


BUFFALO, 62 ROSEDALE AVE. HAMBURG, N. Y. CHICAGO, 230 NO. MICHIGAN AVE. 
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sent to the department where tabulations will be made. Pack- 
ages of books or other printed matter prepaid at printed mat- 
ter rates, packages weighing 8 ounces or less prepaid at any 
rate, packages or samples or merchandise, weighing to 18 ounces 
prepaid at the sample rate, and packages prepaid at the latter 
rate will not be included in the count. No parcels weighing less 
than 8 ounces or more than 15 pounds will be counted. 


PENNSYLVANIA-GRAND TRUNK CAR FERRY 


The intervener, Wisconsin & Michigan Transportation Co. 
in exceptions to the proposed report of Examiner Molster, in 
Finance No. 9109, No. 9110, No. 9111 and No. 9112, Grand Trunk- 
Pennsylvania Lake Michigan Car Ferries, takes the position that 
the record in these cases, either as to fact or law, justifies the 
grant of the applications for permission to extend their lines by 
means of car ferries. It says that the certificates, if granted, 
should be limited to a strictly through car-ferry business and 
that the agency of the two railroads created for the purpose of 
operation on the car ferry route should not be permitted to 
handle through less-carload freight, break-bulk freight or strictly 
port to port traffic, whether passenger, freight, automobiles, or 
tourist automobiles. 

The intervener asks the Commission if it cannot see its 
way to grant the certificates upon the conditions suggested that 
the certificates when granted be limited to show they are not 
to be taken in any way as an authorization by the Commission 
permitting the railroad agency to engage in port to port busi- 
ness or in the coastwise trade. 


FREIGHT COMMODITY STATISTICS 


The Commission, through its Bureau of Statistics, has issued 
a mimeographed volume containing freight commodity statistics 
of Class I steam railways in the United States for the year 
ended December 31, 1931. It is statement No. 32100, the eighth 
in the series and consists of 131 pages. It is for sale by the 
superintendent of documents, Washington, D. C., for 80 cents. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for June, 
1932, shows 6,948 cars held overtime, a percentage of 04.97, as 
against 11,423 cars, a percentage of 5.33, for June, 1931. 


Coffee Importers - 
HOUSTON Offers Many Advantages for Your 


Import Business 
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Questions and Answers 


N this column will be answered questions of both legal and practicy 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will giv, 
his opinion in answer to any — question relating to the law of interstay, 
transportation of freight. A traffic man of ee | experience and wide know). 
edge will answer questions relating to practical traffic problems. We do no 
desire to take the place of the traffic man but to help him in his work, 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves, 
situation too complex for the kind of nag ay see ne herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 


Address Questions and Answers maqecenent, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—No Conflict Between Charge Obtained 
From Applying Rate to Weight and Minimum Charge per 
Shipment 
Indiana.—Question: T. C. F. B. Westbound Tariff No. 1, 

H. G. Toll’s I. C. C. 1296, names, in Item 3460, a less carload 

commodity rate of $2.73 per 100 pounds on steel office tables, 

Since this commodity is rated higher than first class in Western 

Classification, what would be the minimum charge on a L. C. L, 

shipment weighing less than 100 pounds? 

We find some carriers charge the $2.73 commodity rate 
while others charge the first class rate. Would not Rule 7 (a) 
of Tariff Circular No. 20 supersede Rule 13, Section 1 (b) of 
Consolidation Classification No. 6? 

Answer: Item 790 of the tariff in question provides: 


The “Rules” published in current Western Classification also 
govern the application of rates named in this tariff, except as 
otherwise provided below or in individual rate items of this tariff. 


We find nothing else in the tariff which has any bearing upon 
the matter of minimum charges on less carload shipments, 
It is evident then that Rule 13 of the Classification applies to 
all less carload traffic moving under the rates in this tariff, 
whether they are class rates or commodity rates. Rule 13 pro- 
vides that on less carload shipments of articles rated higher 





Regular sailings to Colombian 
ports, inaugurated last year, 
have encouraged a movement of 
South American Coffees through 
Houston larger than ever in the 
port’s history. 


There is, however, much more of 
this business that could be 
advantageously moved through 
Houston. 


For Houston is the direct gate- 
way to South and Central 
America with fortnightly sail- 
ings to these ports. It enjoys 
important rate preferentials to 


all Southwestern states; and it 
has effected the establishment of 
consulates of all important 
Latin-American, countries here. 


The facilities of the Houston 
Port Bureau are available to any 
persons or firms interested in 
importing through Houston. 
Rates, tariffs, schedules and 
other important data will be 
forwarded at your request. The 
Houston Port Bureau was organ- 
ized to give intelligent help to 
shippers. Write the nearest 
member for any information 
you need. 





. A, 


PORT BUREAU 
REPRESENTATIVES 


HOUSTON 
J. RUSSELL WAIT 


Manager 


H. S. CRAWFORD 
Ass't 


NEW YORK 
J. C. MAYFIELD 
Room 1600—10 East 40th St. 


KANSAS CITY 
T. P. BARTLE 
1232 Board of Trade 


pe 
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O not 3 NEW ELECTRIC LINERS 


ves a ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 






ALBANY 


Newest Inland 















. 1, modations. Special garage decks for carrying N n A | : S 
_ automobiles uncrated as baggage. Oo rt t an ti Cc ea p ©] rt 
8. 
‘ern Proposed Sailing Dates 
LL, Westbound Eastbound 
from New York fromSanFrancisco—*Los Angeles Within 250 miles there reside :— 
‘ate a 4 on. "a a R pa ct agg 4 oh oy - 
Iirginla... sept. 95; ct. ’ alliornia.. ept. ; Oct. 22 ° e ° 
(a) raiealiventi Sept. 17; Oct. 29 Virginia . .. Sept. 24; Nov. 5 One-third of the population of the United States. 
of and fortnightly thereafter The richest producing population in the United 






*from Los Angeles 2nd day following 


fonomoa facifie line 


ALL NEW STEAMERS + 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Dighy 4-5800 
Chicago, 180 North Ave. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
San Francisco, 687 Market St. Los Angeles, 548 8. Spring St. 
Cleveland, 616 E. Superior Ave. San Diego, 1030 Fourth St. 


States. 





The greatest consuming population in the United 
States. 























Consider 
Competition 


for Ma rkets! 


The element of speed is vital_in 

these days of keen competition. Fast 
President Liners make available ex- 
press speed for your freight shipments 
to and from Yokohama, Kobe, Shang- 
hai, Hong Kong and Manila. Sailings 
every alternate Saturday over the short 
route from Seattle. Through bills of 
lading issued to all Oriental ports. 


Express Cargo Liners augment this serv- 
ice with frequent, dependable sailings to 
and from the Orient. 


For information apply desk No.6 



































Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 






Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 



















DE ONE is ccdcencescencsaes New York : ? ; 

1714 Dime Bank Bldg.......-....- Detroit Accessible to 85% of world’s ocean carriers. 

190 -&. TOTO: Bloc sccccccvcsus Chicago paid i . : 

Union Trust Bldg. Arcade....... Cleveland Port District Railroad connecting with trunk rail- 
General Freight Office roads serves water front. 

740 Stuart Building...........-.-. Seattle Industrial Area—pavement, water, sewers, power 


and rail facilities. 





For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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Kimpak used to protect scale 
made by Standard Comput- 
ing Scale Co. of Detroit, 
Michigan. Note Kimpak at 
five contact points to keep 
porcelain from chipping and 
blacking from contact with 
wood. 

















Kimpak comes in rolls, sheets 
or packs—in any thickness 
you wish, plain or with Kraft 
paper on one or both sides. 










REDUCING“RED INK” 


ADJUSTMENTS 
with Kimpak Crepe Wadding! 


tion make Kimpak softer and 


Desks, tables, radio cabinets, 
stoves, refrigerators, scales 
and many other products are 
now packed with Kimpak 
Crepe Wadding to protect 
against scratches, press marks, 
mars and breakage in ship- 
ping. This is because Kimpak 
increases profits . . . through 
reducing or eliminating ‘‘red 
ink’’ adjustments, replace- 
ments, complaint costs, 
touching up, etc. 


Kimpak Crepe Wadding is a 
wood fibre product, soft as 
down, free from grit, harsh 
foreign matter and any chemi- 
cal or injurious substances of 
any sort. Pressure and fric- 


K 
REG. U.S. PAT. OFF. & 


smoother to touch. It looks 
expensive — thus doubly im- 
presses customers with your 
quality and care to insure 
satisfaction (yet it is surpris- 
ingly inexpensive). 


You’ll find, too, that it cuts 
packing time. If you wish, 
our packing experts will help 
you solve your packing prob- 
lems. Mail coupon for full 
information and prices. 


(Kimpak is now waterproofed 
for expert shipping and for the 
protection of metal or other 
finishes easily tarnished, mold 
marked or blistered. This is 
called NONAB KIMPAK.) 


ak 


FOREIGN COUNTRIES 


Crepe Wadding 


Kimberly Clark Corp., 
Neenah, Wisc. 


Sales offices: 8 S. Michigan Ave., Chicago, III. 
122 E. 42nd St., New York, N. Y. 


C] Please send full information on Kimpak. 


C] Have packing expert call. 
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than first class in the classification, the minimum charge oy 
the shipment will be the charge for 100 pounds at first class 
rate. Rule 7 (a) of the Commission’s Tariff Circular No, 20 
provides: “Where a commodity rate ... is named from origin 
to destination such commodity rate ... is the applicable rate 
and the only rate that may be used via the route over which 
the commodity rate applies,” except under certain Conditions 
not here pertinent. 

If the article were subject to 11%4 times first class rate jp. 
stead of a commodity rate, as in this instance, and weighed 
but 25. pounds, and the first class rate were $5, the freight 
charge obtained by applying the rate to the actual weight would 
extend to but $1.88. Observing the minimum charge, the ship. 
ment would be charged at $5. Both the rate per 100 pounds, 
and the minimum charge per shipment would be applied. It 
is no different when it comes to applying the less carload com- 
modity rate. When this rate is applied to actual weight of 
the shipment yet does not produce a freight charge as great 
as or greater than the minimum charge on the shipment, the 
latter must be observed. In all such cases two charges are 
applied, the freight charge based on rate and weight and the 
per shipment charge (minimum charge), and instead of con- 
flicting with each other, the smaller charge is always included 
in the larger. In the illustration given both Rule 13 of the 
Classification and Rule 7 (a) of Circular 20 are being observed. 
The commodity rate is applied, but inasmuch as it produces 
a lower charge than the per shipment charge the latter must 
also be observed. 

The rule is equally emphatic with Rule 7 (a) that when 
no commodity rate is established the class rate applies, but 
as above pointed out if the class rate applied to the weight 
of the shipment produces less than the minimum charge per 
shipment, the latter must be observed. 


Tariff Interpretation—Rating on Cranes or Derricks Moving in 
Cross-Town Switching Service on Own Wheels 


Ohio.—Question: We are having considerable controversy 
in the adjustment of a charge covering locomotive crane on its 
own wheels accompanied by an idler. This controversy covers 
switch movement in Cleveland. The crane weighed in the neigh- 
borhood of 170,000 pounds gross, and the car was moved from 
— Four R. R. tracks to the B. & O. R. R. tracks at Cleve- 
land. 

According to the Classification, page 171, cranes take the 
6th class rate on a minimum of 60,000 pounds on the crane, 
and 24,000 pounds on the idler, making a total of 84,000 pounds, 
but where the actual weight exceeds the minimum of 84,000 
pounds, we are only to pay on the actual weight of both the 
crane and idler. In switch service we have been advised that 
a certain amount should be deduced from the gross weight of 
the crane, and that on the idler we would pay only on the 
actual weight of the idler, where same is over the minimum 
on both cars. In other words, the minimum switching charge 
on the weight is 50,000 pounds on each car, but where the weight 
exceeds this amount, we would only be compelled to pay on the 
actual weight. 

We are unable, according to the interpretation of the tariff 
to find where this is correct, as we claim the actual weight 
of the crane, that is the gross weight, say 170,000 pounds, in 
switch movement no deduction whatever covering cabin, etc., 
is made. We understand they are applying this according to 
Bridge Cranes which are shown on page 375 of the Official 
Classification. 

According to the Switching Tariff, we would be obliged to 
pay on the minimum of the idler, namely, 50,000 pounds, and 
on the actual gross weight of the crane, making a total of 
220,000 pounds, no deduction, as we can read tariff, can be 
applied. By referring to Big Four Switching Tariff I. C. C. 8602 
we call your attention to Item 2460, which states: ‘Except 
where special switching rates are provided the Big Four intra 
minimum charge will be $6.30 per car to the interchange of 
the connecting line.” 

Therefore, a locomotive crane, as we consider it, is some- 
thing other than a car containnig freight, the railroad cannot 
use it for freight purposes; it is a private owned crane. We 
feel that instead of paying the regular team track charge on 
this particular iterhn, which would be from the Big Four Private 
Track to the B. & O. Public Track, 88 cents a ton plus the 
emergency charge, that the charge according to Item 2460 
would prevail, namely, $6.30 up to the interchange track of the 
B. & O. Railroad, plus team track charge of the B. & O. R. R. 
although in that switching tariff under Item 2845 it shows 38 
cents a ton from private track to the interchange track of the 
line on which the car is destined for public team track, but 
that covers loaded equipment in car. 

What is the legal charge that should apply on this crane 
and idler? Especially what, if any, deduction can be made 
from gross weight of crane? 
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SAVE TIME 
and MONEY 


Ship Via 
© —ThePort- of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE etn ag nag anna 


COMMERCE Sat, eee eee 


COMMISSION | transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Okiahema City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 





TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commissien Cases and 


a Commerce 
WASHINGTON, D. C. Specialists 
HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 


Experts te Rates—Censelidatiens and Valuatiens 
643 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 


Business Management 
Training 


Why not add the broader knowledge and ability 
that will fit you for a bigger managerial posi- 











wisely. 
fered less in this "ious than the average 
and many of them report salary increases 
and promotion. Train in your spare time 
at home or fe larger managerial ability. Fit 
yourself for better — positions or for 
general management Low cost; 
easy terms. Send for new valuable 48- oem 
book—‘‘The Modern Executive’—F REE. 
Send for it now. 


LaSalle Extension University 


Dept. 895-AR Chicago 
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CALMAR LINE 


INTERCOASTAL SERVICE 






g- Aug. 10/Sept. 1/Sept. 5/Sept. 7|/Sept.11/Sept. 14 
ALAMA 9 |Aug. 27jAug. 31/Sept. 22/Sept. 26/Sept.28 Oct. 2/Oct. 5 
YORKMAR | 17 |Sept. 24|Sept. 28 Oct. 20/Oct. 24]Oct. 26/Oct. 30 Nov. 2 
VERMAR 9 _ 15j/Oct. 19 






















(Subject to change without notice) 






Continued increases in the number of 

Shippers and Receivers using Calmar 

Line proves conclusively that they are 
entirely satisfied. 


Calmar Steamship Corporation 


For Information regarding rates, etc., apply to nearest office: 
MOORE & McCORMACK CO., INC., pag te! & HOYT, LTD., 
en. » Cal., 410 p Ey | Com- 
altimere, Md., (5 8S. AJ t. 











8 as le 
Chi il., 140 8. Dearborn Oakland, Bhdp. ist and Market Sts. 
D Mich., 2001-2 soe ney Bk Bidg. Portland, Ore., 917 ones of Trade. Bidg. 
New York, N. Y., 5 Bi San Fran elsce, Cal., Market Street, 
Philadelphia, Pa., Bourse Bids. Matson Bidg. 
Pittsburgh, Pa., Oliver Bidg. Seattic, Wash., 1519 Rallroad Ave., South 
Regular Piers 
Atlantic Coast Pacific Coast 





Los Angeles—230-B i 
Baltimore—Pier 7, Port Covington, West- po am ee en Lane ae 
ern Md. Ry. Nog ores ~ «8 ‘Saeed Terminal 


Franclsco—Pier No. 
Philadeiphia—Pler 27-N, Reading Co. SeattioAtiontion Boek Terminal 











Distribution 


Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 











Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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Answer: The weight deductions referred to are confined 
to Bridge Builder Outfit Cranes or Derricks as described in 
Item 27, Page 375 of the Classification, whereas we understand 
the crane in question was not of that type. However, the 
switching tariffs involved are not dependent upon the Classifi- 
cation for application of the switching rates, as we read them. 

Item 2460 of Big Four Switching Tariff No. 1-M, I. C. C. 
8602, provides a general switching rate between industries on 
the Big Four and connecting lines at stations in Indiana, Ken- 
tucky, Michigan and Ohio, of $6.30 per car, but in connection 
with this Item it is stated that this rate applies, “Except where 
special switching rates are specifically provided in this section” 
(Section 4). Item 2845, Page 107, Section 4, provides a rate of 
38 cents per ton from industries on the Big Four in Cleveland, 
Ohio, to track connection with the B. & O. R. R., minimum 
weight 25 tons per car. At top of Page 107 it is stated that 
the special rates on this page take precedence over the general 
switching rates published in Items 2455 to 2465. Therefore, if 
the terms of Item 2845 are such that they will embrace this 
shipment, Item 2460 is not applicable. 

It is true that Item 2845 states it applies “only to cars con- 
taining freight belonging to the rightful owner of the switch,” 
but for the purpose of this question we think the idler may be 
said to contain such freight as its presence was necessary to 
enable the crane to be moved. If it be admitted that the 
crane ig also a car or rests upon a car, it likewise consists of 
or contains freight belonging to the owner of the switch. If 
it is not a car, then the $6.30 per car switching rate in Item 
2460 is not applicable. In all probability this 38-cent rate, 
likewise the $6.30 rate, was published with the ordinary freight 
car in contemplation and the framer of the tariff was not think- 
ing of locomotive cranes on their owner wheels. Technically, 
we think it might be contended that this crane is not a car, but 
we see no good end for such contention. In that case we 
would perhaps be without any rate whatever to apply and it 
would then become the duty of the rate-making power to deter- 
mine a reasonable compensation to the carrier for the service. 
In view of the similarity of the service rendered on ordinary 
freight cars under Item 2845, at 38 cents per ton, minimum 25 
tons per car, we doubt if any commission would prescribe a 
basis lower than this on this sort of shipment. 

Our view is that the applicable charges are 38 cents a net 
ton, applied to actual weight of crane and the car it occupies 
or its trucks, etc., in case it does not contain a complete car, 
plus the 25 ton minimum on the idler, but not less than 38 cents 
a ton on a minimum of 50,000 pounds for the entire shipment. 
We find no authority for any weight deduction whatsoever as 
is provided in the classification for Bridge Outfit Cranes. 


2 


NEW COMPLAINTS FILED Y a 


No, 25128. Sub. No. 1. Bedford Pulp & Paper Co., Richmond, Va., vs. 
Cc. & O. et al. 
Rates, waste paper and scrap pulp board, Philadelphia, Pa., to 
Big Island, Va., in violation sections 1 and 8, undue prejudice 
alleged being in favor of competitors at Erie, York and Lock 
Haven, Pa., Canton and Roanoke Rapids, N. C. Asks rates and 
reparation. 
No. 25294. Sub. No. 4. 
N. H. & H. et al. 
Rate, roofing slag, Swedeland, Pa., to Holyoke, Mass., in viola- 
tion section 1. Asks rate and reparation. 
No. ot oe Por No. 3. Bibb Brick & Tile Co., Macon, Ga., vs. 
- et al. 


E. H. Friedrich Co., Holyoke, Mass., vs. N. Y. 


A, B. 


Rates, face brick, hollow tile and common brick, Macon to des- 
tinations in Peninsula of Fla., in violation section 1. Asks rates 
and reparation, - 
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No. 25447. El Paso Packing Co., Inc., et al., El Paso, Tex., vs. A. 7 
& S. F. et al. ; 
Rates, feeder cattle, calves, sheep, goats and hogs, points jp 
Ariz., Calif., Nev., N. M. and Utah to El Paso, Tex., in violation 

of section 1. Ask rates and reparation. 
No. 25448. Johnson City Foundry & Machine Co., Inc., Johnson City 
Tenn., vs. Southern. ; 

Rates, bar and plate steel, Trunk Line, C. F. A.; and south. 
eastern territories to Johnson City, in violation sections 1, 2 ang 
3, by reason of denial of fabrication in transit at Johnson City 
while such privilege is extended to competitors at Knoxville’ 
Tenn., Atlanta, Ga., Chattanooga, Tenn., Birmingham, Ala., and 
Decatur, Ala., among, as complaint alleges, many others. Asks 
for an order requiring the Southern to extend the privilege to 
complainant. 

No. ‘ew Rt Joseph Stock Yards Co., S. St. Joseph, Mo., vs, 4, 
& S. et al. 

Maintenance by defendants of rules and regulations providing 
for diversion or reconsignment with change of ownership of live. 
stock at points other than South St. Joseph while denying such 
privilege at S. St. Joseph, results in unjust discrimination anq 
undue prejudice to livestock and the complainant’s plant jn 
violation of section 3, the undue prejudice being in favor of 
stockyards at Prospect, Mo., Morris, McFarland and Marysville, 
Kan., Lincoln, Millard and Valley, Neb., Trinidad, Pueblo and 
Colorado Springs, Colo., Laurel, Mont., Laramie, Wyo., Albu- 
querque, N. M., Denison, Tex., and El Reno, Okla. Asks just and 
non-prejudicial rules and regulations. 

No. 25451. Northwest Petroleum Association et al., 
Minn., vs. A. & S. et al. 

Rates, petroleum products, mid-continent groups to destinations 
in Minn. and N. D., in violation of section 1. Ask rates and 
reparation. 


Minneapolis, 


DOCKET OF THE COMMISSION “ : 


August 15—Bristol, Tenn.—Examiner Davis: 
Finance No. 9373—Application N. & W. Ry. for permission to aban- 
don a part of its Abingdon branch in Ashe county, N. C. 
iAugust 16—Los Angeles, Calif.—Examiners Mackley and Hall: 
No. 17000, part 7—Rate structure investigation—the grain case. 
1. & S. 3760—Grain and products, southwest to California. 


Avast on Lake City, Utah—Chairman Porter and Examiner 


och: 
23508—Public Utilities Commission of State of Idaho vs. O. S. L 
R. R. et al. (and cases grouped therewith) (further hearing). 
August 16—Washington, D. C.—Examiner Kephart: 
Finance No. 3626—Excess income of B. & Ar. R. R. 
August 17—St. Louis, Mo.—Chairman Porter and Examiner Koch: 
* 23130—Intrastate rates on bituminous coal between points in IIli- 
nois (further hearing). 


August 17—Lake City, Colo.—Public Utilities Commission of Colorado: 

Finance No. 9386—Application D. & R. G. W. R. R. for permission 

} ae a branch line extending from Lake Jct. to Lake City, 
olo. 


August 18—Washington, D. C.—Examiners Hurley and Peyser: 
24890—Transit on vegetable oils in southern territory (adjourned 
hearing) (this hearing will not be had unless request by parties 
received on or before August 6). 

August 19—Washington, D. C.—Examiner Sullivan: 

* Finance No. 9549—In the matter of joint application of Northwest- 
ern Bell Telephone Co. and Beaver Valley Telephone Co. for a 
certificate of advantage and public interest. 

* Finance No. 9568—In the matter of joint application of N. Y. Tele- 
phone Co. and Galway Telephone Co. for a certificate of advan- 
tage and public interest as provided in section 407 of the Trans- 
portation Act as amended. 

* Finance No. 9569—In the matter of the joint application of N. Y. 
Telephone Co. and North Country Telephone & Telegraph Co. 
for a certificate of advantage and public interest as _ provided 
in section 407 of the Transportation Act as amended. 


oe 22—Washington, D. C.—Director Bartel and Examiner Chesel- 


ine: 

Ex Parte 104, part 6—Practices of carriers affecting operating reve- 
nues or expenses, part 6, warehousing and storage of property 
by carriers at the port of New York, N. Y. (further hearing). 

August 24—Washington, D. C.—Examiner Fuller: 
* |, & S. 3727—Canned goods eastbound from Pacific Coast. 
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